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Government Transport Policy 


UCH of the controversy over railway fares has been 
conducted without knowledge of the Government's 

plans for reorganising the whole structure of transport in 
Great Britain. A statement by the Minister of Transport 
and a White Paper on the subject had been expected when 
Parliament reassembled after the Easter recess last Mon- 
day, but Monday’s proceedings on transport matters were 
concerned with the Minister’s action in suspending opera- 
tion of the fare increases due to become effective on May | 
outside the London Area. The Prime Minister stated in 
the House on Monday that the increases were delayed 
so that the proposals for them could be considered in 
relation to the general scheme of transport reform which 
the Government had in hand. The changes contemplated 
are aimed at the provision of efficient and economical 
transport services in all their ramifications. They will not 
achieve their object if increased freedom is given to those 
forms of transport still in, or to be restored to, private 
hands while maintaining restrictions which prevent the 
nationalised railway industry from competing on level 
terms for all the traffic it is equipped to carry. Assum- 
ing that this essential principle has been recognised, it 
would unfortunately be optimistic to expect—as may be 
thought among the public and by some newspapers—that 


THE RAILWAY GAZETTE 449 


increased efficiency could arrest increases in fares and rates 
in the face of costs that show no signs of becoming stabi- 
lised. It is possible, however, that sufficient savings might 
be made to permit the retention of the sub-standard fares 
for seasons and workmen’s tickets in some parts of the 
country to which the Government evidently attaches im- 
portance. The raising of such fares may be in accordance 
with a desirable economic principle, but it has caused an 
unexpected volume of protest among those who now 
have to pay more for their tickets, while travellers already 
subject to higher fares have expressed neither resentment 
that others have been privileged in the past, nor satisfac- 
tion that they may lose those benefits in the future. 


Stability in Transport Organisation 


6 lee views on transport questions of Sir Eustace Missen- 

den, who as the first Chairman of the Railway Execu- 
tive was responsible for the spadework during the first 
three arduous years of nationalisation, must always com- 
mand respect, especially when their expression is as 
opportune as his letter to The Times reproduced on another 
page this week. With the Government statement imminent 
on its plans for the reorganisation of nationalised trans- 
port, he gave a sober reminder of facts which might be 
forgotten in the turmoil of controversy. He points out 
that the impossibility of railways paying their way while 
under statutory obligations to accept traffic, with their 
charges controlled by law, and with road transport free 
from such restrictions, has been shown by experience in 
many countries where this situation obtains. Most signifi- 
cant of all is his warning of the serious consequences of 
a convulsion in transport in Britain only four years after 
nationalisation, not least on the morale of railwaymen. To 
make transport the plaything of politicians, with an up- 
heaval after every general election, would be fatal. The 
Ministers now responsible for transport might profit by 
the advice of the transport officers who under any 
Government must make transport work. 


Economic Survey for 1952 


HE Government’s Economic Survey for 1952, published 
on Tuesday, warns the nation again of shortages and 
hardships on the road to solvency and security, two 
objectives that will be obtained only by hard and prolonged 
effort from all concerned with export and production. 
Dealing with transport, the Survey says that the railways will 
have to make substantial cuts in their programme for 
replacement of locomotives and rolling stock, and to restrict 
severely civil engineering work on stations, bridges and 
tunnels. There will also have to be some curtailment of 
track renewals. Reviewing the staff position, the Survey 
records signs that the loss of labour in key footplate and 
operating grades has been checked. In reducing its over- 
seas expenditure programme for 1952 by £600 million, the 
Government will see that industry continues to get the 
essential supplies for expanding production so long as they 
are available, which means that cuts must fall chiefly on 
stock-building of food, tobacco and raw materials. A 
warning is given of the very real danger of unemployment 
and destitution facing the country if steps had not been 
taken to check the critical situation existing at the end of 
1951. One of the best omens for the future would be an 
unmistakeable awareness in all sections of the community of 
the undisguised urgency of the situation. 


British Transport Commission Statistics 


HE statistics for the second four-week period, to Feb- 
ruary 24, include figures for three weeks of electric 
freight train working over the Eastern Region Manchester- 
Sheffield-Wath line between Wath and Dunford Bridge, 
where Stage I of electric operation at 1,500 V. d.c. began 
on February 4. Freight train-miles per train engine-hour 
were 7-38, against 8-22 for the whole of British Railways, 
but in view of the short distance of some 19 miles over 
which trains are electrically hauled, the operating statistics 
allow of no valid comparison with steam freight train 
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working. For the month of January, British Railways 
passenger receipts totalled £7,075,000, against £6,767,000 for 
January, 1951. Despite the rise in monthly return fares 
on January 1 last, the rise in revenue from monthly return 
tickets as compared with a year ago was slight; the greatest 
rise was in receipts from “other descriptions” (from 
£1,212,000 to £1,466,000) and from excursion fares (from 
£923,000 to £1,034,000) the latter doubtless caused by the 
greater number of facilities offered. Full fare and season 
ticket receipts decreased, as did those from first class travel. 
British Railways passenger journeys in January exceeded 
those of a year ago for full-fare (1-5 per cent.) and season- 
ticket (0-3 per cent.) travel, but journeys on monthly return 
tickets fell by 12-3 per cent. 


Administration in Transport 


A‘ the channel of communication between those who 
make plans and those who carry them out, administra- 
tors are open to the reproaches of both sides. Mr. R. M. 
Robbins, Secretary of the London Transport Executive, 
gave his prescription for the ideal administrator in a recent 
lecture to the Metropolitan Section of the Institute of 
Transport. All the qualities, he said, may not be found 
in one person, and some of them must be inborn, but a 
man can make himself a satisfactory if not an outstanding 
administrator by concentrating on the development of those 
that can be acquired. Mr. Robbins considers that the best 
way to organise work at the middle and higher levels of 
the transport industry is on the basis of a team with one 
member to have the good ideas and the other—the adminis- 
trative assistant—to make them workable. He attaches 
much importance to continuity of experience for an admi- 
nistrator so that he may have precedents to consult, but 
not necessarily to follow on every occasion. All whose 
work brings them into frequent contact, if not conflict, 
with administrators will hope that this ability to use prece- 
dents as signposts rather than barriers will be studied at 
all levels of the administrative occupation. 


Analysing a Passenger Traffic Decline 


JPASSENGER-MILES on the Pennsylvania Railroad in 
1951 showed a slight upward trend, giving an increase 
of 9:7 per cent. in passenger revenue, but the company’s 
report speaks of substantial deficits being sustained in pro- 
viding this service. A detailed analysis of the situation is 
now being undertaken in conjunction with a firm of man- 
agement consultants. Measures taken so far towards restor- 
ing the position have included improvement of equipment 
and facilities to attract new patronage, rewarded last year 
by an increase of 10°8 per cent. in passenger-mileage, and 
the progressive elimination of lightly-patronised trains. 
Since May, 1951, a total of 6,240 daily scheduled passenger 
train-miles has been discontinued. A source of economies 
is seen in the simplification and speeding up of various 
booking and reservation procedures. Dining car services 
continue to show a deficit, and efforts are being directed 
to maintaining the quality of food while providing im- 
proved service standards on a more economical basis. 
Automatic food-vending machines installed experimentally 
in some trains have been well received by travellers. Fare 
increases are mentioned as a step towards reducing deficits. 
Any conclusions reached by the expert analysis now under 
way as to their efficacy in comparison with the attraction 
of new traffic by better services would provide valuable 
data for all railway administrations. 


Ulster Suburban Improvement 


‘THE six-car 404- to 460-seat diesel-hydraulic trains now 
being introduced by the Ulster Transport Authority 
on the Belfast-Bangor suburban branch should solve once 
and for all the intense local problems for long associated 
with morning and evening peaks reminiscent of the old 
steam-worked era at Liverpool Street. Even increase in 
traffic, and the bigger and more prolonged peaks at holiday 
weekends, can be met by the insertion of two extra trailers 
in each set, for the maximum possible engine output of 
1,000 h.p. gives ample power margin. Off-peaks are dealt 
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with by anything from two railcars upwards uncoupled 
from the basic set. A 50 per cent. reduction in terminal 
movements at each end of the 124-mile branch should con- 
tribute more to an intense service than any practicable 
acceleration of schedules. Distinctive and efficient though 
these new trains are, they form but part of a programme 
for dealing more effectively with all passenger transport in 
the northern part of County Down. Another part of the 
scheme is to remodel Bangor Station so that road buses can 
run right in alongside the passenger trains and provide 
easy interchange between road and rail. There seems only 
one difficulty. The seven trains to be introduced will en- 
able all passenger traffic on the Bangor branch to be diesel- 
worked; but in off-peaks many of the sets must lie idle 
because the branch is, in effect, isolated from the rest 
of the U.T.A. system, which can be reached only by a 
30-mile run over the G.N.R.(I.). A full description of the 
first train will be given in the May issue of our associated 
journal Diesel Railway Traction. 


Fluorescent Lighting in London Transport Cars 


N the new light alloy cars for London Transport the 
fluorescent lighting installation has been modified 
slightly from the arrangement in the preceding “ R ” class 
stock to give better distribution of light. The lamps are 
now backed by inclined reflecting surfaces similar to those 
in the “seagull” type of commercial reflector fitting. 
Spaces between lamps are occupied by white tubular 
enclosures uniform in diameter with the lamps themselves. 
The overall appearance of the installation is therefore neat 
and symmetrical, and the general lighting effect satisfactory. 
As a result of the efficiency of the reflectors, however, the 
lower illumination between lamps is accentuated so that 
an alternation of light and dark patches is seen on the 
ceiling when looking down the car. These variations are 
noticeable only if they are looked for, but they are sympto- 
matic of a problem to which the lighting engineer pays 
much attention when he has more latitude in the number, 
size, and arrangement of lamps than is possible in a railway 
vehicle. In this country so far 2-ft. lamps have been used 
for the most part in rolling stock fluorescent installations, 
but the possibilities of providing a practically continuous 
light source with longer tubes of the cold cathode type has 
been demonstrated by an experimental scheme in a vestibule 
coach of the London Midland Region. 


Resilient Rail-to-Concrete Attachment 


BOUT 20 years ago, Mr. C. P. Disney, Engineer for 
Bridges, Canadian National Railways, devised a 
special means of attaching flat-bottom rails to concrete 
bridge decking and tunnel flooring with a resilience equiva- 
lent to that of ballast. This attachment, known as the 
Disney resilient rail chair, is now standard equipment on 
that system. It is officially stated that experience has shown 
this device to be eminently satisfactory and economical 
and its various advantages are enumerated in an illustrated 
article in this issue. Obviously its long-continued effective- 
ness depends mainly on the very limited permanent set of 
the shock pads even under heavy traffic year in and year 
out. Not the least interesting part of the equipment is 
the cinch anchorage of the bolts securing the continuous 
base-plates to the concrete. So far as we are aware the 
Disney chair has not yet been given a trial in this country 
and is still comparatively little known outside North 
America. As it has so much to recommend it, these 
omissions are not likely to persist, and we suggest that, 
with its drilled anchorage bolt holes, it may prove the 
solution to the problem faced by Indian bridge engineers 
with their pre-stressed concrete spans. In fact, it would 
seem worthy of trial on concrete-deck bridges generally 
in many countries and on tube lines. 


Eighty Years of the Rigi 


THE first of the numerous rack railways in Switzerland 
was that up the Rigi, from Vitznau on Lake Lucerne. 
In the early 1860s it occurred to Riggenbach, then manager 
of the railway workshops at Olten, that a resuscitation of 
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Blenkinsop’s idea of 1811, with a rather different form of 
rack, would enable a steeply-graded line to be worked; and 
in 1863 he took out a French patent on the subject. 
Nothing was done until 1868, when, hearing that a railway 
on a similar principle had been opened in America, Rig- 
genbach associated himself with two other Swiss engineers, 
Nill and Zschokke, and in 1869 they obtained a concession 
from the canton of Lucerne. Work was begun in Novem- 
ber of that year along the line of a survey made by Rig- 
genbach some years before, which showed a maximum 
grade of | in 4 to be practicable. The line would have 
been opened in the autumn of 1870; but, France becoming 
involved in the Franco-German war, the last batches of 
rails could not be delivered from that country for months, 
so that the opening of the first section, from the Lake to 
a point a mile off the summit was delayed until May 21, 
1871. That portion is now 81 years old. To reach the 
summit another concession was needed, this time from the 
canton’ of Schwyz; and though granted straight away, 
the whole line was not opened to traffic until the 
summer of 1873. 


Holiday Habits 


|= holiday survey of Great Britain by the British Travel 

& Holidays Association in 1951, shows that only 50 
per cent. of the adult population took holidays away from 
home. This is no indication of potential traffic for public 
passenger transport, as half of those who did not sleep 
away spent considerable sums on day trips. There was a 
slight aggravation of the problem of the peak period in 
1951 compared with 1949; over 63 per cent. of all main 
holidays were taken in July and August. The reason for the 
choice of holiday month was fitting in with family or friends 
in i9 per cent., a holiday roster or closing of place of work 
in 16 per cent., and school holidays in only 8 per cent. of 
cases, which gives scope for further campaigning for early 
and late summer holidays; neither the weather in July or 
August nor the force of habit was given as a reason. Raii- 
way services were used by 47 per cent. of holidaymakers in 
1951, compared with 53 per cent. recorded in the earlier 
survey in 1949. The proportion of holiday expenditure 
absorbed by railway fares was 9 per cent., against 12 per 
cent. for road and other forms of transport. Tradition 
largely governed the choice of holiday, the seaside being 
favoured by 67 per cent. of holidaymakers, with an increase 
in the number who went abroad; but 62 per cent. said they 
would have travelled more often if railway fares had 
been lower and 56 per cent. in those circumstances would 
have gone further afield. There is no sign of any early 
change in the habits of British holidaymakers. 


U.S.A. Locomotive Failures 


THE rapid change-over in the United States from steam 

to diesel-electric traction is having its effect on the 
annual statistics of locomotive casualties. While the num- 
ber of steam locomotives inspected by the Bureau of Loco- 
motive Inspection, Interstate Commerce Commission, fell 
from 41,851 in 1946 to 26,595 in 1951, and the number of 
individual inspections from 101,869 to 62,113, the percent- 
age found defective, which had dropped from 11-1 in 1946 
to 8:2 in 1949, had risen to as much as 12-9 in 1951, when 
508 locomotives were ordered out of service to have their 
defects remedied. Although the corresponding percentage is 
lower in the case of electric and diesel-electric locomotives, 
it shows the same trend. Between 1946 and 1951 the num- 
ber of such locomotives inspected rose from 6,616 to 19,320, 
and the number of individual inspections from 10,908 to 
52,948; but whereas there was a decline in the percentage 
found defective from 4-6 in 1946 to 4:0 in 1949, there has 
been a very rapid rise to 8-3 per cent. in 1951, when 106 
of these locomotives were ordered out of service. One 
satisfactory feature of these statistics has been the steady 
reduction in boiler accidents with steam locomotives; in 1912 
these totalled 856, reduced to 424 by 1915, 156 by 1946, 
81 by 1949, and no more than 51 in 1951. 
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Passenger Fares 


T= statement by the Prime Minister in the House of 

Commons on Monday last, admitting the need for fare 
increases, emphasising the desirability of early discussion of 
the fares question by Parliament, and promising an early 
White Paper on transport reform, seems to show that the 
Government realises the difficulty of further action on pas- 
senger fares under the present constitution of nationalised 
transport. The increases in railway fares outside the 
London Area due under the Passenger Charges Scheme, 
1952, to take place on May 1 are postponed—though the 
decreases enjoyed by the scheme will take place—whilst the 
Government considers the matter; and the Minister of 
Transport, Mr. J. S. Maclay, has proposed seeking the 
advice of the Central Transport Consultative Committee on 
the application by the British Transport Commission of the 
fare increases authorised by the scheme. 

Any recommendations which the Committee may make 
can hardly differ in essence from its report on fares within 
the London Area summarised elsewhere in this issue. 
Despite Section 4 of the Transport Act, 1947, which 
empowers the Minister to give the Commission general 
directions on the performance of its functions on “ matters 
which appear to him to affect the national interest,” and 
despite the very considerable powers of Ministerial inter- 
vention which the Government reads into that clause, it 
would be undesirable for any Government to intervene in 
the functioning of the machinery of a nationalised industry 
—whilst that machinery remains the statutory procedure. 
The Central Transport Consultative Committee, in hearing 
objections to and making recommendations on the applica- 
tion of the passenger charges scheme in the London Area, to 
some degree has duplicated the work of the Transport 
Tribunal. 

Mr. Churchill has admitted that the need for some fare 
increases has arisen from advances in working costs. 
Under the Transport Act, the B.T.C. must provide a system 
of transport facilities which as far as possible pays its way. 
The alternative, short of a far-reaching reorganisation of 
public transport, is a subsidy. So far as is possible under the 
present organisation the railways have cut, or are in process 
of cutting their costs to the extent possible under their 
statutory obligations to provide services, though the 
response of the trades unions in helping to reduce labour 
costs has been disappointing. As the Prime Minister has 
voiced the Government’s recognition of the necessity to 
pass some at least of the increased costs on to the transport 
user, it is clear that the Government is concerned more with 
the incidence of the increased fares on the different classes 
of passenger than with the necessity of raising fares. Public 
dismay at the rise in the cost of living represented by 
increases of 20 per cent.—or considerably more, in some 
previously sub-standard fares brought up to the standard 
level—is inevitable; but it must not be forgotten that even 
after implementation of the charges scheme on May 1, with 
all the increases as originally envisaged, the price of pas- 
senger travel by nationalised transport undertakings would 
be only some 90 per cent. above pre-war; this compares 
favourably with other retail prices and with the rise of well 
over 100 per cent. in British Railways and London Transport 
working expenses. 

The fare increases in force in the London Area from 
March 2 and proposed in the provinces from May 1, were 
planned to produce together some £13 million additional 
revenue in a full year. This is only an approximate figure 
because of the speed at which costs are rising; only last 
week, for instance, the railway trades unions announced their 
intention of lodging further wage claims. The B.T.C., how- 
ever, apart from certain cheap ticket facilities has counted 
on increasing its revenue by increasing ordinary full fares, 
and not by lowering them. No public statement has been 
made by the Commission on the possibilities of increasing 
revenue by increasing the number of passengers attracted 
by lower ordinary full fares. The Commission sought in 
its passenger charges scheme to impose the greatest in- 
crease in fares on those—season ticket holders and to a 
lesser extent long-distance travellers—who must travel by 
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train. The first mention of a reduction in ordinary fares 
was the amendment to the scheme by the Transport 
Tribunal, which enjoined the lowering of the ordinary 
third class single fare from 2-44d. to 1-75d. a mile. 

There is a_ responsible body of opinion which 
does not hold that raising fares is the only means of 
increasing revenue. The air transport undertakings have 
had much success in attracting traffic by offering lower 
fares. Whilst doubtless it would be impracticable gene- 
rally to lower season ticket rates, there is much to be said 
for attempting to fill main-line expresses, some of which 
tend to run deplorably empty in mid-week, by lowering 
fares. The B.T.C. report for 1950 shows the passenger 
takings per loaded train-mile, excluding parcels and so 
on, as some 9s., which gives a very light average loading. 
Much long and medium-distance traffic should be attracted 
by fares which offer a better comparison with travel by 
motorcoach or private car. 

There appears to be a conflict of policy between the 
Government and the statutory authorities appointed under 
the Transport Act. The policy of the latter, in seeking 
te provide under the Act a properly integrated system of 
public inland transport, has been to iron out anomalies in 
charges, but the Government has advocated continuance of 
anomalies evident in many sub-standard fares which have 
continued over the years as the consequence of some past 
concession for which the reason may long since have 
ceased to exist. Whatever steps to reform transport the 
Government may take, the present undesirable division 
between power and responsibility for transport charges 
and for the operation of transport should disappear; the 
B.T.C. seeks authority for the rates and fares which it con- 
siders desirable, but the Railway Executive is responsible 
for the services which produce the revenue, and incurs 
criticism both of those services and of the .«rges made 
for them. The time has come when the railway manage- 
ment should, subject to reasonable statutory control, fix 
its own charges as well as provide the services. Another 
unfortunate feature of the present constitution of nationa- 
lised transport is the apparent inability to assess the re- 
actions of the public to fare alterations—the result doubt- 
less of the remoteness from ordinary human contacts of 
those engrossed in the control of a over-size concern—a 
factor which has shown itself to some extent also in the 
conduct of staff relations. It is probable that decentralised 
railway management, apart from the practical merits of 
any fares policy it might adopt, would have been more 
successful in appreciating public reactions and in making 
known the reasons for its policy to the travelling public. 

The present furore which has arisen over railway fares 
is lamentable. The Government’s handling of the matter 
has been clumsy and has been widely criticised as being 
the result of political apprehension following recent local 
Government elections. 


Operating Results in February 


N article in our March 28 issue discussed the improve- 
ment in the freight train working of British Railways 
during the first 4 weeks of January. Operating results for 
the four-week period to February 24 were equally good. 
Freight traffic forwardings are always heavy in the second 
period of the year. This year they were a record for 
British Railways at 22,945,000 tons, an increase of 
180,000 tons on 1951 (08 per cent.). Since nationalisation 
the coal and coke tonnage of 13,833,000 has been exceeded 
only in the October and November periods of 1950 and 
1951. Mineral tonnage was maintained at the high level of 
4,839,000, an increase of 63,000 tons on 1951 (1°3 per cent.) 
and of 446,000 tons on 1948 (10 per cent.). 

It was strange that during the first twelve weeks of 
1948 the originating tonnage of merchandise and livestock 
exceeded the mineral forwardings. Subsequently a strong 
tendency set in for the high class traffic to decline and for 
the low grade traffic to increase in volume. In the Feb- 
ruary period the merchandise and livestock tonnage of 
4,273,000 was 56,000 tons above the poor carryings in 
1951, but was 245,000 tons below the 1949 loadings. Dur- 
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ing the first 8 weeks of this year, British Railways carried 
545,000 tons less of this high-rated traffic than in the first 
8 weeks of 1949, a decrease of fully 6 per cent. 

In February net ton-miles increased in much the same 
ratio as tonnage by 15,614,000 (0:9 per cent.). Wagon- 
miles rose more sharply by 1°5 per cent., owing entirely 
to increases of 3:3 per cent. in mineral loaded wagon 
mileage and of 5°8 per cent. in empty mileage. These 
increases entailed the running of 133,000 extra freight 
train-miles. The brunt of the additional work fell ow the 
London Midland, Eastern, and North Eastern Regions. 
There was an odd contrast between the operating arrange- 
ments of the London Midland and Western Regions. The 
former, having an increase in ton-miles of 15,077,000 (2:4 
per cent.), ran 83,000 more freight train miles (2:4 per 
cent.), but reduced train engine-hours in traffic by 22,000 
(4 per cent.): the latter, having a decrease in ton-miles of 
15,553,000 (46 per cent.), ran 36,000 fewer freight train 
miles (1°8 per cent.) and reduced train engine-hours in 
traffic by 22,000 (8°6 per cent.). 

All Regions, except the Scottish, succeeded in shortening 
the time spent by train engines on the line. Throughout 
the system freight movement was quickened. The average 
freight train speed of 8:22 m.p.h. was the highest reached 
by British Railways in the February period. Another 
record for the period was the moving of 1,093 ton-miles in 
the average train engine-hour. Having regard to the 
volume of traffic, the statistical trends in February were 
distinctly encouraging. 


A Loan for the Pakistan Railways 


THE International Bank for Reconstruction & Develop- 
ment has made its first loan to Pakistan. It amounts 
to the equivalent of $27,200,000 (£9,700,000 approximately), 
to be disbursed largely in dollars and French francs, and will 
be used for the rehabilitation, improvement and modernisa- 
tion of the railways. The railway programme, of highest 
priority in the development plans of the Government of 
Pakistan, consists in general of replacement 0. obsolete and 
worn-out locomotives and rolling stock, conversion to diesel 
power, improvement of track, and the provision of ade- 
quate workshop facilities. The loan will finance the im- 
port of equipment for the railway systems in both Eastern 
and Western Pakistan—the Eastern Bengal and North 
Western railways respectively. 

Part of the equipment will be bought in France, and 
the French Government has agreed to make available for 
this loan the equivalent of $12,000,000 in French francs 
from the paid-in portion of the French subscription to the 
capital of the bank. It is expected that most of the rest 
of the equipment, costing $15,200,000, will be bought in 
the United States. and dollars will be disbursed for the 
purpose. Loan discussions between representatives of the 
bank and Pakistan authorities began early in 1951. Sub- 
sequently the Bank agreed to open loan negotiations to 
finance projects included in the Government's plans. 
The new loan is the first phase of the participation of the 
bank in the development of Pakistan. 

Improved railway transport, of primary importance to the 
economic development of Pakistan, should help to stimu- 
late production generally and increase exports, including 
jute, cotton and wheat. The traffic pattern of the Pakistan 
railways, each formerly part of larger systems serving un- 
divided India, has been substantially altered, particularly 
in Eastern Pakistan, where it has had to be adapted 
to serve ports, such as Chittagong, which were of less im- 
portance before Partition. The two systems have suffered 
badly from lack of maintenance of track and rolling stock 
both during and since the war. 

In 1951 the Government embarked on a substantial 
modernisation programme. It ain.s at converting main line 
traction on both systems to yower, meeting arrears 
of wick and equipment mz .ance, and replacing over- 
age locomotives and rolling stuck. The total cost of the 


programme for the three-year period ending in 1953 is 
estimated at the equivalent of $136,500,000. The loan. 
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which will help to carry forward this programme, will be 
used for the purchase abroad of 37 diesel-electric locomo- 
tives and 41 shunting locomotives for both the North 
Western Railway and the Eastern Bengal Railway—delivery 
of some of these locomotives has already begun and is 
scheduled to be completed in 1954—12 locomotive boilers, 
197 coaches, 1,194 wagons, a limited amount of sleepers, 
spare parts and workshop equipment. Among locomotive 
contracts placed by the Government last year was that 
with the American Locomotive Company, for nine diesel- 
electric shunting and 14 diesel-electric passenger locomo- 
tives, both types of 1,600 h.p. The loan is for a term of 
15 years and carries an interest rate of 4% per cent. per 
annum. 


New South Wales Government Railways 


HE report for the year ended June 30, 1951, by Mr. 
T F. C. Garside, former Commissioner for Railways, 
New South Wales, shows record earnings of £49,447,738. 
an increase of over £9,000,000 on the total for the pre- 
vious year. Normal transport services were adversely 
affected by staff shortages, insufficient locomotives, and 
inadequate supplies of coal. Despite intensive efforts to 
augment the staff there were approximately 7,000 vacancies 
existing at the end of the year. Insufficient motive power 
caused the cancellation of over 3,000 trains. The quan- 
tities of coal supplied for both locomotives and power 
stations were generally inadequate to maintain all the 
train services desired, and the inferior quality of much 
of the coal supplied caused operating difficulties and 
increased the costs of working. ; 

Working expenses amounted to £49,167,478, an increase 
of £9,886,902. This higher expenditure was traceable to 
increases in basic wage rates, variations in awards, large 
overtime payments arising from staff shortages, increases 
in prices of coal’ and other supplies, heavy consumption 
of fuel oil by locomotives and power stations, and the 
use of inferior quality coal. Concessions allowed by the 
Department .otalled £283,387, consisting of £8,973 on 
account of passes issued to blind soldiers and their guides, 
£167,612 in reduced charges for the transport of livestock 
and fodder, and £106,802 in rebates of freight allowed on 
consignments of flour, canned fruits, and jams. 

The profit on operations of £280,260 and the £800,000 
contribution from the Government towards losses on 
working of country developmental lines were together 
insufficient by £6,417,432 to meet interest on loan capital 
and the other statutory charges. Passenger journeys 
amounted to the record figure of 268,567,083, an increase 
of 10,384,257. Goods traffic hauled totalled 17,131,304 
tons, an increase of 1,240,837 tons on the total in 1949-50. 
The number of wagons ordered to convey goods traffic of 
all classes totalled 1,291,869, but only 1,011,371 could be 
supplied. : 

Some of the principal figures for the year compared 
with those for the previous year appear below :— 


1950-51 1949-50 

Total miles open for traffic — “ 6,1123 6,1123 
Earnings... Pe see en £49,447,738 £40,121,758 
Working expenses £49, 167,478 £39,280,576 
Balance — an he aa £280,260 £841,182 
Percentage of profit to capital invested 3s. 9s. 6d. 
Percentage of working expenses to 

earnings ‘ in sa ind 99-43 97-90 
Earnings per average mile open : £8,089 £6,564 
Working expenses per average mile 

open ... an ae bod nae £8,043 £6,426 
Return per average mile open ... £46 £138 
Passenger journeys 268,567,083 258, 182,826 
Goods tonnage 17,131,304 15,890,467 


New rolling stock placed in service included eight 
“D58” class Mountain type freight locomotives, two 
eight-coach air-conditioned trains (which began operating 
between Sydney and Armidale in April, 1951), one two- 
car diesel train, 24 electri* ‘suburban coaches, and 7,726 


freight vehicles. Large'... '” .)’ hand included the ‘Guad-’ 


tupling of the lines betwee Lidcombe and Penrith and 
between Strathfield and Hornsby, the construction of the 
St. James to Wynyard (via Circular Quay) section of the 
City Railway, excavations for the Eastern Suburbs Rail- 
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way, and the electrification of the Main Western line 
between Sydney and Wallerawang. 

The value of stores purchased amounted to £22,989,018. 
This figure exceeded the record amount for the previous 
year by £4,685,002. The largest purchases were: coal, 
£5,673,610; iron and steel products, £3,167,928; fuel oil, 
£1,627,347; electrical equipment and supplies, £1,097,646. 
At June 30, 1951, the capital expenditure on lines open for 
traffic was £195,852,346, an increase of £14,128,399. 

The Commissioner, in a tribute to the staff, said: “I 
wish to record my appreciation of the loyalty and effici- 
ency displayed throughout the year by the members of 
the staff. Under extremely difficult operating conditions 
caused by shortages of staff, rolling stock, coal and other 
supplies, they succeeded in rendering a splendid service 
to the State.” 


Composite Pre-cast and In-situ Concrete Work 


A! the present time three main considerations are com- 

bining to induce a growing tendency to substitute, 
wherever possible, pre-cast for in situ concrete. They are 
the shortage of timber for shuttering, the fact that full 
employment is enabling skilled labour to choose occupa- 
tions in workshops rather than out of doors, and the steady 
increase in standardisation. Composite structures embody- 
ing both methods are increasingly in evidence, especially in 
conjunction with pre-stressing. Obviously, there are 
numerous advantages and disadvantages in pre-casting, but 
in the authoritative opinion of Mr. F. J. Samuely, most of 
its advantages can be retained and its disadvantages avoided 
by using composite construction. He enlarges on the 
subject in a paper entitled “Some Recent Experience in 
Composite #‘+cast and in situ Concrete Construction, with 
Particular Reference to Pre-stressing,” presented to the 
Institution of Civil Engineers for discussion on February 5, 
1952. 

As well as the three advantages of pre-cast concrete 
already mentioned, its manufacture can be more closely 
supervised, and the better conditions in which pouring, 
vibrating and finishing are carried out make for better 
quality, permitting higher stresses to be used than in in situ 
work. Pre-casting also enables considerably more compli- 
cated, efficient, and esthetic members to be incorporated 
in a structure than is possible with normal shuttering. If 
there is much repetition, steel or other more durable moulds 
are justified, with corresponding increase in economy. On 
the other hand, transport of finished units, particularly if 
they are large, is more costly than that of raw materials, 
and there is also difficulty in providing continuity between 
units and also a general monolithic effect. 

In composite construction, the pre-cast units are 
commonly used as shuttering for the in situ pouring. One 
of the problems of this construction is the bonding of the 
pre-cast and in situ work. The paper discusses the question 
of adhesion between the two, and the results of tests with 
castellated bonding are given. To avoid the carriage of 
long thin beams or columns, an efficient-looking method of 
splicing in steel and in situ concrete is illustrated. 

The observations on pre-stressing in composite construc- 
tion are accompanied by an interesting table of types of 
beam-sections, some with the lower parts pre-stressed 
independently; these show savings of about 60 per cent. 
compared with reinforced concrete. Among the many 
forms of construction described and illustrated, are the 
pre-stressed units for Gilroyd Lane bridge on the Eastern 
Region of British Railways Pre-stressed soffits in con- 
junction with T and other beams are now standardised, and 
the paper includes calculations for some of them. 

It is significant that in all the various types of beam tested, 
failure occurred in diagonal tension at stresses of 415 lb. to 
586 Ib. per sq. in., whereas there was no sign of any hori- 
zontal cracks even at the castellations. In fact, the con- 
clusion arrived at is that the permissible shear stress should 
be at least twice the permissible diagonal tension. A further 
conclusion is that a castellated composite beam acts as a 
normal reinforced-concrete beam and has a similar factor 
of safety against cracking. 
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LETTERS TO 
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April 25, 1952 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


The Value of Locomotive Names 
April 10 

Sir,—An instance of an unusual value in naming loco- 
motives which may not have occurred to advocates of the 
principle is illustrated in a story I am able to recount, for 
1 was closely associated with it at the time. 

When Lancelot Worthy Horne was Superintendent of the 
Line of the L.N.W.R. he encountered difficulty with Buck- 
ingham Palace over some Royal train arrangements, and 
in particular with Sir Charles Cust—who had a “ Claugh- 
ton ” class locomotive named after him. 

Remembering the habit of Sir Charles Cust on a Royal 
journey north of getting down on the permanent way to 
watch the changing of the engines at Crewe, Lancelot Horne 
arranged things. Sure enough Sir Charles Cust got out 
on the journey over which the dispute had arisen and was 
at first gratified to see the engine Sir Charles Cust back 
down as the train engine, but not so cheerful when the 
assisting engine backed down—it was named Vindictive. 
However, I am glad to be able to report that, after they had 
looked at each other with a steady stare for a moment or 
two, a smile broke over the faces of both men and friend- 
ship was re-established. 

Yours sincerely, 
GEORGE S. HUSSEY 
The Railway Executive, 
222, Marylebone Road, London, W.1 


Revision of Oxted Line Services 
April 7 

Sir,—May I through the courtesy of your columns 
suggest that the time has now arrived for the reorganisa- 
tion of the passenger train services on the steam-worked 
lines of the Central Section of the Southern Region. 

Re-equipment of motive power depots with new loco- 
motives seems now to be virtually complete, and the way 
open for modernisation of services and schedules that 
have changed little, if at all, in the last 30 or 40 years, 
and provide scant opportunity for the effective use of the 
new engines now available to the operating department. 

Ask any engine crews regularly working the new 2-6-4 
and 2-6-2 engines and they will speak with enthusiasm 
of them and of their hopes for services and schedules that 
will justify them; and if any proof is needed of what the 
effects are of a completely new service on public goodwill 
and staff keenness alike, the reorganised East Anglian 
schedules provide the answer. 

Steam-operated regular interval services have been 
accepted by the Executive as desirable and practicable, 
and where introduced recently, as on the High Wycombe 
line, have been successful in recovering much lost traffic, 
so it is reported, and without disproportionate increase in 
working expenses. 

1 therefore put forward the claims of the Oxted line 
and its branches, where during off-peak hours the ser- 
vices are particularly inadequate. I suggest two equally 
spaced departures per hour from Victoria to Oxted; one 
proceeding from Oxted via Edenbridge to Eridge, Uck- 
field, Lewes, and Brighton, and the other to East Grin- 
stead, continuing thence alternately to Tunbridge Wells 
via Forest Row and to Lewes via Horsted Keynes and 
Sheffield Park; and in order to maintain an hourly in- 
terval service beyond East Grinstead, connecting services 
would operate between Tunbridge Wells and Three Bridges 
via East Grinstead, and Lewes and East Grinstead, alter- 
nately with the through trains from Victoria. The Ton- 
bridge-Tunbridge Wells-Lewes-Brighton service would 
dovetail into the London-Uckfield line service, and from 
Eridge there would be a connecting service down the 
Eastbourne line via Hailsham. 

To aid these improvements to the Oxted line, all stops 


at South Croydon and Selsdon should be eliminated per- 
manently, as both stations are served by regular-interval 
electric trains; and it would also be advisable to cut out 
stops at Riddlesdown and Woldingham from the Uck- 
field trains, these two stations still enjoying an hourly 
service by the East Grinstead trains from Victoria. 

The Oxted line in particular carries an important busi- 
ness and residential traffic that could without doubt be 
built up further and expanded if a reliable and regular 
service were given throughout. 

It is impossible for me to do more than suggest a 
general outline, as other questions arise, such as the 
place of Tunbridge Wells itself in such a scheme, and of 
course special arrangements would still be necessary 
during peak hours. Maybe your readers have some sug- 
gestions. The Redhill-Tonbridge and Redhill-Guildford- 
Reading lines should also be considered on an interval 
basis, and in relation to the electric services with which 
they connect. 

Nevertheless, there is time for plans to be laid that 
could come into effect with next September’s timetables, 
and I believe reorganisation on the lines I suggest would 
recreate much goodwill towards British Railways in the 
area affected and result in improved traffics. 

Yours faithfully, 
MONTCLER 


Honours for Royal Funeral Party 


April 19 

Sir,—Miss Gladys Crane raised last week the question 
of whether there should not have been awards to the 
railwaymen concerned with the Royal Funeral arrange- 
ments. 

Are not the answers to Miss Crane’s admirably expressed 
plea twofold? First the appalling task of reaching 
a just decision as to who shall, or shall not, become 
eligible for any such award; and secondly the fact that the 
public is aware that our much-criticised railwaymen of all 
grades ask for no special honours for satisfactorily complet- 
ing any task, whether routine or otherwise, without any 
undue fuss or trumpet-blowing. 


Furthermore, are not some of us a little too ‘“ medal- 
conscious ” these days? 
Yours faithfully, 
** 6867 ” 
The Ford Accident 
April 11 


Sir,—Mr. de Nevers, in his letter in your April 11 issue, 
expresses disquiet at his train being permitted to approach 
an inner home signal only 150 yd. clear of a fouling 
movement, after being checked or stopped at the outer 
home. Your footnote stresses the need for an adequate 
margin between trains, having regard to the circumstances. 

At the busy Borough Market Junction, Southern Region, 
down trains from Charing Cross to London Bridge are 
allowed to approach an inner home signal not 20 yd. short 
of up trains crossing from London Bridge into Cannon 
Street; there is no check at the multi-aspect signal in rear 
(displaying single yellow). Though the obvious dangers of 
this location do promote careful working, this makes non- 
sense of the more ample margins maintained elsewhere, 
and it would be instructive to learn the official view about 
the adequacy of so short an overlap. 

An interesting comparison is afforded by the signalling 
at Baker Street, Metropolitan Line, where a similar fouling 
movement is protected not only by a starting signal, at 
which all trains normally stop, but also by a ‘ permissive ’ 
signal in the platform ground, which only clears if 
approached at low speed. Both signals have trainstops. 

Yours faithfully, 
C. MCK. CRAY 
35, West Lodge Avenue, London, W.3 
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Dangerous Exposure 


A 15-year-old girl summoned at 
Ipswich juvenile court for trespassing 
on the railway was said to have sat her 
younger brother on the metals while 
she took his photograph.—From “ The 
Star.” 


More Railway Savers 
During the last twelve months 305 
new National Savings groups have been 
formed among employees of British 
Railways and 58 new savings commit- 
tees have been set up in railway areas. 


Bridal Train 

The first wedding in a British military 
railway train was held recently in a 
military siding at Moascar, in the Suez 
Canal Zone, when an army engine 
driver, a sergeant, was married in an 
elderly railway coach converted for the 
occasion into a register office. After 
the ceremony the sergeant took his bride 
for a trip on the footplate of a locomo- 
tive; but, as he had been derailed three 
times during the recent disturbances in 
the Zone, he kept this triumphal honey- 
moon journey as short as was festively 
possible—From “ The Times.” 


Train-to-Station Telephone 


Problems of communication between 
trains in motion and stations have been 
studied for many years. We reproduce 
below a woodcut of 1878 in the 
possession of the Stockholm Technical 
Museum, in which the artist has illus- 
trated the proposal of Hakon Brunius 
for a train-to-station telephone. An 
overhead telephone line extends along 
the railway for about 1 km. on each side 
of the station. A structure on the loco- 
motive carries collectors at each end so 
that contact is made with the wire in 
either direction ef running. Considering 
the early interest taken in exchanging 


——— 


a MAS 
An early Swedish invention enabling a driver to communicate by telephone 
with the nearest station 
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messages by such systems it might be 
thought that the possibilities offered by 
the development of wireless would have 
been exploited more fully than has 
proved to be the case, but in this direc- 
tion the principal achievements so far 
have been to the credit of sea and air 
transport. 


Wasting Their Sweetness ? 


Ashton-in-Makerfield Station near 
St. Helens has long been famed locally 
for its annual display of flowers. 
Competing in the station gardens com- 
petition of the former Cheshire Lines 
Railway it has gained second prizes con- 
sistently. Last year the margin between 
first and second was so narrow that the 
stationmaster and his two porters deter- 
mined on an extra-special effort this 
year, but early this month the station 
was permanently closed for passenger 
traffic. The stationmaster promptly 
raised the question of the gardens com- 
petition. Were his labours and those 
of his staff to be wasted now that he 
was Officially without a station? No, 
mercifully said Liverpool headquarters. 
As the entry had been accepted before 
the closing of the station, for this year 
at least it would be allowed to stand. 
—From “ The Manchester Guardian.” 


Stormy Reception 

A most extraordinary, novel and 
exciting scene was witnessed at Flordon 
(Norfolk) station. When the five o’clock 
train from Norwich arrived there pas- 
sengers were much surprised at seeing 
the Rev. Mr. Moore, the curate of the 
parish, standing in the station-house 
dressed in his canonicals. It was under- 
stood he was there to “curse” a 
neighbouring magistrate who was ex- 
pected on the train and who had given 
him some presumed offence. When 
the individual alluded to was giving up 
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his ticket the reverend gentleman thus 
addressed him: “I inflict a curse upon 
this man. I curse you; I curse your 
wife; I curse your children; I curse all 
you have; may your children be father- 
less and vagabonds and beg their 
bread,” etc. It is understood the matter 
has been before the Bishop and that the 
reverend gentleman was committed to 
Norwich Castle—From ‘A Hundred 
Years Ago” in the “ Sunday Times.” 


Caboose and Cupola 


The caboose is one of the oldest 
institutions in railroading. Its origin is 
not definitely known. One report is 
that in 1837 the conductor of a freight 
train between Anhorn and Syracuse, 
N.Y., directed operations from a load 
of barrels and other merchandise on the 
last car of his train. This is said to 
have been the genesis of the caboose. 
‘ The cupola, commonly called 
“cupalo,” is said to have been intro- 
duced by an Iowa railroad in 1863. A 
resourceful conductor named T. B. 
Watson, having a caboose with a sky- 
light, rigged a seat which enabled him 
to sit with his head and shoulders above 
the roof-—From ‘“ Spanner.” 


Fare’s Fair 
(Transport Merry-go-Round) 


The Walrus and the Carpenter 
Were weighted down with cares: 
They wept like anything to see 
What’s happening to the fares. 


For Tweedledum says “Stick em up!” 
** Nonsense!”’ says Tweedledee; 

The Lion and the Unicorn 

Likewise could not agree. 


The White King said, indignantly, 
“ Railways must pay their way,” 
The voters of the L.C.C. 

Had other things to say. 


The Dormouse murmered, 
slumberously, 

** What’s this about a fair?” 

White Rabbit offered to explain, 

But hadn’t time to spare. 


The Red Queen said “ It’s plain to see 

“ Transport is in the red; 

“You'd better choose who’s going to 
lose 

“ His most unfortunate head.” 


The beamish boys at 222 

Aren’t half in for a treat, 

For paying more and charging less 
How can they make ends meet? 


Now all this was to come to pass 
Upon the First of May, 

For all and sundry had agreed 
That “ that would be the day!” 





But, in this topsy-turvy world, 
That most auspicious date, 
It now seems rather obvious, 
Was just a month too late! 
SCORPIO 
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OVERSEAS RAILWAY 


SOUTH AFRICA 


Electric Locomotive Orders 


More than £25,000,000 worth of elec- 
tric and steam locomotives is on order, 
including 60 class “ SE ” Bo-Bo electric 
locomotives placed with the English 
Electric Co. Ltd., as recorded in the 
Contracts & Tenders section of our 
April 11 issue. It is proposed to use 
these locomotives in Natal where heavy 
loads have to be hauled over steep 
gradients. They will bring to more than 
300 the total of electric locomotives in 
the Union. 

Delivery is expected within the next 
two or three months of the first batch 
of 40 class “ 4E” electric locomotives 
ordered in September, 1948, at a total 
contract price of £1,771,936. They have 
been built by the North British Loco- 
motive Co. Ltd. in association with the 
General Electric Co. Ltd. 


NEW ZEALAND 


Increased Fares 


Fares were increased by 15 per cent. 
on March 2. Basic fares are now 
approximately 24d. a mile first class, and 
just over 14d. a mile second class. Re- 
turn tickets are sold at a reduction of 
between 8 and 9 per cent. on the price 
of two single tickets. 

N.Z.R. Road Service passenger fares 
and National Airways Corporation 
fares have also been increased. The 
present adjustments to air fares do not 
provide for payment by the National 
Airways Corporation for the ground 
ancillary services which the Govern- 
ment provides for the operation of civil 
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(From our correspondents) 


air services; this aspect of the problem 
is under examination by the Govern- 
ment. 

Railway freight charges and parcels 
rates were increased by amounts varying 
from 5 to 20 per cent. in December, 
1951. 


Articulated Electric Locomotives 


The first of the seven 1,800 h.p. 
Bo-Bo-Bo articulated electric loco- 
motives, designed by the English Elec- 
tric Co. Ltd., with mechanical parts by 
Robert Stephenson & Hawthorns 
Limited, underwent its first main-line 
trial on March 18, when it ran light 
from Wellington to Paekakariki and 
back. In subsequent trials, the loco- 
motive maintained 30 m.p.h. on the 
1 in 57 Pukerua bank with a 500-ton 
goods train, and 41 m.p.h. on the bank 
with a 220-ton passenger train. The 
locomotives were described in our 
March 21 issue. 


VICTORIA 


Training in Diesel Operation 


Mr. G. E. Burnell, Superintendent of 
Locomotive Running, and two engine- 
men instructors attended the first school 
for instructing Australian railwaymen 
in Operating and maintaining diesel- 
electric locomotives which has _ been 
established by the Clyde Engineering 
Company, of Sydney, N.S.W. This firm 
is building for both the Victorian and 
Commonwealth railways, diesel loco- 


motives for which the Electro-Motive 
Division of General Motors, U.S.A., is 
supplying the engineering and power 
units. 
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Bo-Bo-Bo articulated electric locomotive on trial on Wellington-Paekakariki 
section, New Zealand Railways 
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Mr. Burnell and the instructors later 
gained practical experience by travelling 
in a diesel locomotive, built for the 
Commonwealth Railways, when it 
hauled a goods train on test between 
Sydney and Albury, N.S.W. 

The school will be held monthly, to 
train 16 men at a time. Four cylinders 
of a locomotive have been cut away to 
enable the trainees to see all purts 
clearly. An important phase of the 
training is the removal of the complete 
cylinder and piston assembly and its re- 
assembly, while the instructor explains 
the functions of the components. The 
electrical equipment of the locomotive 
is displayed in the classroom and wired 
so that the trainees can see all the 
moving parts in operation. The 
Victorian Railways propose to establish 
a similar school to teach drivers and 
mechanical staff the theory of diesel 
operation and maintenance. 


MEXICO 


National Wagon Factory 


The projected national wagon manu- 
facturing plant will be established in 
the city of Aguascalientes. The National 
Railways will not be directly associated 
with the plant, for which the initial 
capital of 45,000,000 pesos (about 
$5,208,100) is being provided by con- 
tributions from the Treasury Depart- 
ment, the Bank of Mexico, Nacional 
Financiera (which will draw on part of 
a $51,000,000 dollar Export-Import 
Bank loan) and private enterprise. It 
is expected this initial capital will be 
sufficient to ensure production of 1,000 
wagons annually. 

Before the announcement of the 
Aguascalientes. site, it had been 
rumoured that the plant would be es- 
tablished either in Monterrey or in 
Tlalnepantla. -Railway repair yards are 
situated in Aguascalientes, employing 
5,000 workers, and it is intended to erect 
the plant alongside them on land now 
occupied by a corn products firm, which 
will be moved to a new site. The plant 
will probably begin to operate next year. 


UNITED STATES 
A New Rio Grande Marshalling Yard 


The Denver & Rio Grande Western 
Railroad is to spend $4,000,000 on a 
new marshalling yard at Grand Junc- 
tion, Colorado, a point on its main line 
about midway between Denver and Salt 
Lake City. The area’ to be levelled for 
the new yard is three miles long and 
600 yd. wide, and 24 classification tracks 
will be laid down with a total capacity 
for 1,200 bogie wagons. In addition. 
there will be six receiving tracks to 
accommodate 600 wagons, and further 
tracks for crippled wagons, caboose 
storage, locomotive storage, diesel 
washing and maintenance, and a “ wye ” 
for locomotive turning. A five-storey 
yard office will be built, and all switches 
will be remotely controlled. 
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A radio system will be installed with 
two-way communication between diesel 
shunters and the control tower, permit- 
ting communcation with locomotives 
working industrial sidings up to 13 
miles away from the main yard. Con- 
struction also includes a bridge 580 ft. 
long, which must be completed before 
work on the main yard can begin. 


FRANCE 


Record Easter Traffic 

The total number of passengers leav- 
ing the Paris termini in the ten days 
before Easter Sunday this year exceeded 
all previous records. S.N.C.F. returns 
show it to have been 1,114,687 persons. 
The figures for the stations are: Auster- 
litz 91,987 (SO extra trains); Nord 88,854 
(50); Lyon 35,380 (42); Montparnasse 
84,521 (37); Est 57,100 (35); and Saint- 
Lazare 55,224 (33). The number of 
arrivals in Paris was also much higher 
than in previous years. 


Increase in Metro Fares Opposed 

Monsieur Antoine Pinay, the Premier, 
has refused to permit increase in Paris 
Metro and bus fares. He said that “in 
no case and under no pretext would 
there by any question of an increase in 
fares, however small.” The statement 
was made in reply to an official sug- 
gestion that any cut in the government 
grant to the Paris transport system 
would involve a rise in fares. It had 
already been reported that the finance 
committee of the National Asembly had 
reduced the government grant by fr. 
338,000,000 (£338,000) and a more im- 
portant cut was feared in the near 
future. This meant that fares must be 
raised or taxes increased. On the 
other hand it was maintained that the 
Paris transport authorities could easily 
offset the cut in credits by economies in 
operating costs. 


Transport Legislation 

The Finance Law recently approved 
by the National Assembly contained 
clauses of interest to the S.N.C.F. and 
the road transport industry. It will be 
recalled that Monsieur Antoine Pinay, 
the present Prime Minister, was the 
Minister of Public Works & Transport 
until he took over the responsibility of 
forming a government in March. 

The previous government had pro- 
posed measures intended to bring about 
economies in transport. These have 
been incorporated in the present 
Finance Law, and include authority for 
the Government to modify, by decree, 
the statutory conditions of the S.N.C.F. 
with the aim of facilitating changes in 
the operation of branch and secondary 
lines, to institute severe penalties for 
the infringement of the co-ordination 
law, and to make changes by decree in 
the composition and functions of the 
Supreme Transport Council. 

In our January 11 issue, we drew 
attention to the deliberations of the 
Methods of Communication Committee 
of the French Assembly. Since that 
time other recommendations, intended 
to improve the financial situation of 
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the S.N.C.F., have been made by this 
and other committees, including pro- 
posals for the detailed division of costs 
between passenger and goods services, 
and the payment of subsidies by the 
State to cover the operation and main- 
tenance of protective devices at level 
crossings, and to cover the cost of main- 
taining railways of strategic importance. 

The Government is by no means 
bound by the recommendations of these 
informal committees and it is unlikely 
that the proposals will be officially 
adopted. 


Staff Safety Week on the S.N.C.F. 


Following the lead of the national 
campaign for safety, the S.N.C.F. is 
organising safety weeks for its own 
staff. Some 3,662 accidents to staff on 
the permanent way were recorded dur- 
ing 1951; they included 40 fatalities, of 
which 29 were to staff riding bicycles 
and motorcycles along the cess. 

During the safety week every effort 
will be made to draw the attention of 
the staff to the risks run when safety 
regulations are infringed. and the co- 
operation of all staff is being enlisted. 


SWITZERLAND 


Loetschberg Nationalisation Envisaged 


The nationalisation of the Berne- 
Loetschberg-Simplon Railway is to be 
discussed in the next session of Parlia- 
ment. It is expected that the talks will 
be conclusive, and that the absorption 
of the Loetschberg Railway by the 
Federal Railways will take place in a 
year or two. A difficulty is said to be 
that the Loetschberg Railway opposes 
the alleged wish of the Federal Railways 
to take over only the main line of the 
Loetschberg (the Spiez-Loetschberg- 
Brigue section), leaving the adjoining or 
secondary lines to the Loetschberg and 
its associates. The Loetschberg Railway 
is said to favour only complete nationali- 
sation, first because its main line is the 
only paying section of the system, 
which, deprived of it, would be left 
with its non-paying lines only, and 
secondly, these secondary lines would 
lose their workshops, which are situated 
on the main line. 


IRELAND 


Irish Railwaymen’s Union 


Details of the future in Ireland of the 
National Union of Railwaymen were 
given last week in Dublin by Mr. H. W. 
Franklin (President), Mr. J. B. Figgins 
(Secretary) of London, and Mr. W. M. 
Williams, General Organising Secretary 
for the N.U.R. in Ireland. A conference 
is to be held in Dublin in July to finalise 
the constitution of the new Irish union. 

In July last year the N.U.R. decided 
to leave Ireland but said that it would 
give a “ generous ” grant to start a new 
Irish union for the 8,000 workers in 
Northern Ireland and the ‘Republic. 


G.N.R.(L.) Fares Increase 
A 10 per cent. increase in G.N.R.(I.) 


fares and season-ticket rates between 
stations in Northern Ireland will take 
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effect on April 28, to coincide with a 
similar increase on the Ulster Transport 
Authority system. Merchandise and 
mineral rates by goods train will be 
increased by 20 per cent., except small 
consignments, for which the increase 
will be 10 per cent. Livestock charges 
will rise by 32 per cent. and parcels and 
other merchandise by 124 per cent. 
From the same date an increase of 
17 per cent. will be charged on mer- 
chandise and minerals between stations 
on the G.N.R(I.) in Northern Ireland 
and between G.N.R.(I.) stations in the 
Republic and those of the U.T.A. 


Delay in G.N.R.(L) Purchase 

The delay in the completion of the 
purchase of the Great Northern Rail- 
way (Ireland) was referred to in the 
Northern Ireland Parliament on April 8 
when the Minister of Commerce was 
asked whether he was aware of the 
anxiety of stockholders which it was 
causing. The completion, it was pointed 
out, would give the stockholders the 
opportunity of re-investing to advantage 
the price obtained for their holdings. 

The Minister of Finance, replying on 
behalf of the Minister of Commerce, 
said no special representations about the 
matter had been received, but the 
Minister of Commerce appreciated the 
suggestion that was implicit in the 
question. There would be no avoidable 
delay in the preparation of the projected 
legislation. 


Salary Rises with Upgrading 

The president of the joint industrial 
council of Coras lompair Eireann has 
recommended carrying out a decision 
made last August by the sectional council 
that, where a position on the staff of the 
undertaking is upgraded, the salary is 
raised. 

The request for the interpretation of 
the ruling was made by the Transport 
Salaried Staffs’ Association, whose sec- 
retary told the council that his Associa- 
tion considered that C.I.E. had interfered 
with normal working last August by 
withholding the proper rates of pay from 
certain employees. The C.LE. staff rela- 
tions officer said his board wanted to 
retain the right to be in a position to 
examine and approve of employees being 
promoted. 


HONDURAS 


Extension of National Railway 


By a recent decree Congress has 
approved a contract for a credit granted 
by the Tela Railroad Company to the 
Government for building an extension 
to the National Railway, which is 
worked by the company. The Tela 
Railroad Company is the representative 
of the United Fruit Company in Hon- 
duras. 

The existing line, which is of 3-ft 
6-in. gauge, runs from Puerto Cortes, 
on the Caribbean, inland to Potrerillos. 
The new branch will take off 
about three miles north of Potrerillos 
and run for 20 miles into an area where 
new banana plantations are to be laid 
out. 








458 


THE RAILWAY GAZETTE 


April 25, 1952 


Passenger Fare Increases 


Divergence between Government views on sub-standard fares 
and findings of Central Transport Consultative Committee 


HORTLY after the Minister of 

Transport had issued his direction 
on April 15 to the British Transport 
Commission to suspend the fare in- 
creases outside the London Area which 
were to have come into effect on May 
1, and had announced that he would ask 
the Central Transport Consultative 
Committee to consider the application 
of the increases, that Committee pub- 
lished its report (on April 17) on the 
alteration of stages and fares already in 
force in the London Area. The Com- 
mittee found that the charges were fair 
to the travelling public, but criticised 
an omission to inform the public as 
early as possible why the changes were 
necessary and how travellers would be 
affected. This criticism was answered 
on the same day by the British Trans- 
port Commission, which said it had 
been advised that it would be improper 
to make any comment or statement 
while the passenger fares scheme was 
under consideration by the Court of the 
Transport Tribunal. These events were 
the prelude to a mass of newspaper 
comment and controversy in which 
doubts were cast on the powers of 
the Minister of Transport to intervene 
in the way he had done, so that on 
April 19 a statement was issued from 
Downing Street explaining the Minis- 
ters’ powers under the Transport Act to 
maintain some fares below the general 
level if he considers it in the national 
interest. The Consultative Committee, 
however, has pronounced itself against 
the principle of “ concessions to the few 
which must be paid for by the many” 
in its report on the application of the 
scheme in the London Area. 

Parliament reassembled on April 21, 
and a number of questions had been 
put down relating to the Government's 
policy on fares. They were replied to 
collectively by Mr. Churchill, who said 
the Government was _ considering 
whether any action should be taken in 
respect of the disproportionate increases 
in sub-standard fares in London. They 
thought that some of the proposed 
changes in concession fares, such as 
workmen’s tickets and season tickets, 
should not be imposed without Parlia- 
mentary discussion. The fare increases 
outside London had been postponed so 
that they could be more fully con- 
sidered in relation to the general scheme 
of transport reform which the Govern- 
ment had in hand, and next Monday 
would be devoted to a full discussion 
in the House of Comonms of all aspects 
of the question. 

Not until later, then, will it be 
known what action the Government 
proposes to take on sub-standard fares. 
The Central Transport Consultative 
Committee’s conclusions on the whole 
subject of London fares and the state- 
ments by the B.T.C. and the Cabinet 


office which followed it are summarised 
in the following paragraphs. 


Consultative Committee’s Report 


The Central Transport Consultative 
Committee’s report on London fares 
was published as a White Paper on 
April 17. 

Besides the Chairman, Major Egbert 
Cadbury, and the fifteen other mem- 
bers representing various transport 
users’ interests or nominated by the 
Ministry of Transport and the B.T.C. 
who took part in the inquiry, Mr. J. 
Fitzgerald, Chairman of the Transport 
Users’ Consultative Committee for the 
London Area, attended by invitation; 
the Secretary of the committee is Mr. 
G. Cole Deacon. Although the com- 
mittee was asked to examine only bus 
fare stages and fares relating to the 
altered stages, protests were received 
on many other aspects of the Charges 
Scheme from municipal authorities, 
trade unions, and users or their repre- 
sentative bodies. The committee, there- 
fore, could review all the main causes 
of public complaint. 

The report states that its conclusion 
that the application of the Charges 
Scheme to the London Area is equit- 
able will be unpopular with travellers 
who enjoyed privileged treatment in the 
past, but that in the national interest 
the British Transport Commission must 
pay its way. To do so, it must increase 
charges for transport if and when they 
are insufficient to meet this obligation 
after making all possible economies 
within the undertakings, as required by 
the Transport Act, 1947. 


Transport Costs and Economies 


The committee accepted the decision 
of the Transport Tribunal that the 
revenue sought from the new passenger 
fares was necessary. It explains that 
it could not do otherwise because it 
was not a suitable body to conduct a 
detailed inquiry into all the incidence 
of cost on the one hand and economies 
on the other, which might or might not 
be brought about by the B.T.C. and its 
Executives by adopting methods dif- 
ferent from those which they now used. 

“It is not to be expected,” the report 
continues, “that an industrial under- 
taking, nationalised or otherwise, 
should provide concessions to a few 
which must be paid for by the many, 
and the (charges) scheme, in our 
opinion, is designed to produce a 


system of charging which gives fair 
treatment to all travellers.” 
It refers to the hardships which 


would be suffered by withdrawing ex- 
ceptional treatment hitherto enjoyed by 
a comparatively small proportion of 
travellers. It had been hoped to sug- 
gest methods by which those more 
hardly hit by the increases in fares 


could be helped either by a more 
gradual introduction of the increases to 
the proper level or by some other 
means. Any alteration, however, of the 
new charges introduced to lessen the 
burden on those who have to pay more 
than the general level of 20 per cent. 
is impracticable “as this would destroy 
the consistency of the charges, under- 
mine the principles of the scheme which 

. are designed to give, in the future, 
a square deal to all, and result in a 
substantial reduction in revenue.” 

The committee points out that the 
general increase in fares governed by 
the scheme is only 86 per cent. above 
rates in operation within the London 
Area before the war, and 90 per cent. 
for the whole country—increases that 
compared favourably with those in 
prices of almost every other service and 
commodity. 

It is also stated that the recent in- 
crease in tax on petrol and fuel oil 
would cost London Transport Execu- 
tive another £1,000,000 a year in bus 
services in the London area, and would 
cost about £6,000,000 in the whole 
country. 


Failure to Inform Users 


Reference is made to a “ serious 
omission on the part of those respon- 
sible in not telling the public as early 
as possible what the proposed new 
charges under the scheme would mean 
to them and why the Commission con- 
sidered the new increases in fares were 
necessary.” The report alludes to a 
suggestion that new charges schemes 
submitted by the B.T.C. were sub judice 
until a decision had been given by the 
Transport Tribunal and records the 
opinion that such proceedings were 
fundamentally different from the ordi- 
nary action at law, and that no con- 
tempt would arise from _ giving the 
public full information at all appropri- 
ate times. 

“The Commission,” it is stated, 
“has very special obligations and 
responsibilities to the users of national- 
ised transport; unless users are fully 
informed upon matters of this character 
the public confidence, which is essen- 
tial for the Commission’s success, will 
be lost. This is not the first occasion on 
which we have felt it necessary to criti- 
cise the Commission for failure to in- 
form users of its intentions until the 
very last minute. The Public Relations 
Organisation within the network of the 
Commission should be adequate pro- 
perly to carry out this duty. 

“ Several more charges schemes, deal- 
ing with freight rates, will be submitted 
in the near future to the Tribunal for 
approval, and we strongly recommend 
that the public is fully informed as 
early as possible of their import, so 
explained as to avoid such misunder- 
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standing and ill feeling as that which 
has arisen upon this occasion.” 

The report summarises the results of 
proceedings in which the B.T.C. sub- 
mitted the draft charges scheme to the 
Transport Tribunal for confirmation. 
By its order approving the scheme, the 
Tribunal accepted the principle of the 
same charge for a mile for everyone in 
similar circumstances. In the Commit 
tee’s opinion the decision was right. 

Although its introduction would 
create hardship for those who had had 
their fares subsidised by the general 
body of travellers, it would in the long 
run produce equality of treatment. 

The committee’s comments on objec- 
tions include the following :— 

Objections to any increase in fares 
whatever—A general increase in fares 
was mecessary and could not be 
avoided. The charges scheme approved 
by the Tribunal is estimated to produce 
£2,000,000 a year less than the increases 
applied for by the B.T.C. 

Objections to increases consequent 
on alteration of fare stages on road ser- 
vices or in sub-standard train fares by 
Underground and surface railways.— 
Alterations have been made on a con- 
sistent and equitable basis. There is 
no practicable intermediate course open 
whereby the fare stages on road ser- 
vices in London could be left alone 
while sub-standard fares on the rail- 
ways bore increases beyond those occa- 
sioned by the move from the old scale 
to the new. This would be contrary 
to the general basis of equal charges 
on road and rail services. Much of 
the public protest arose because the 
alterations came as a surprise. The 
B.T.C. “should give particular atten- 
tion to... explanatory publicity when- 
ever changes in fares or freight charges 
are to be made in future.” 


Shift Workers’ Facilities 

Objections to the abolition of shift 
workers’ ticket facilities—The sugges- 
tion that the evident anomaly of the 
system (as to who are “ workers”) 
should be resolved by making early 
morning fares available to all workers 
at any time of day is impossible, be- 
cause it would mean a wholesale reduc- 
tion of fares to more than half the total 
traffic in London and most urban and 
industrial areas, and because the cum- 
brous system of issuing tickets on pre- 
sentation of certificates, if applied to a 
large proportion of the traffic, would 
break down. 

Objections to restrictions on users of 
early morning tickets limiting avail- 
ability to journeys timed’ to arrive 
before 8 a.m—Most workers are re- 
quired to be at their places of employ- 
ment by 8 a.m., and this alteration will 
not affect them, though in some areas 
considerable numbers holding work- 
men’s tickets regularly travel by trains 
arriving up to 8.30 a.m. or even later. 
The sudden introduction of a limitation 
of arrival to 8 a.m. is too severe; for 
the time being this should be extended 
to 8.30 a.m. on trains on which work- 
men’s tickets are now available. Some 
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travellers will have to pay higher fares, 
but in view of the fact that early morn- 
ing tickets will be available for all 
journeys up to 60 miles by trains arriv- 
ing by 8 a.m., a limitation which will 
give some protection to the revenue 
from season tickets is necessary. 


B.T.C. Reply on Publicity 


The British Transport Commission on 
April 17 issued a statement commenting 
on the passages in the report of the 
Central Transport Consultative Com- 
mittee in which the Commission is 
criticised for inadequate publicity given 
to the changes in British Railways and 
London Transport railway and road 
fares in the London Area effective from 
March 2. The statement points out 
that during the whole period of the pro- 
ceedings the Commission was advised 
that it would be improper legally to 
make any comment or statement whilst 
the Passenger Charges Scheme was 
under consideration by the Court of the 
Transport Tribunal. 

The Tribunal was responsible, the 
statement continues, for issuing a direc- 
tion to the B.T.C. that a notice should 
be published in the London and Edin- 
burgh Gazettes and in the principal 
London and _ provincial newspapers 
stating where the draft scheme of the 
Commission was available for inspec- 
tion and advising objectors to the scheme 
to lodge their objections on or before 
June 13, 1951. Before the scheme was 
lodged by the Commission, a full ex- 
planation of it was given to the public 
through the press at a conference held 
by Lord Hurcomb, Chairman of the 
Commission. 

On January 17, 1952, the B.T.C. 
statement adds, the Transport Tribunal 
issued its conclusions to the press in 
which it stated that in the interests both 
of the public and of the Commission 
the principal findings should be made 
known as soon as possible. These con- 
clusions received wide publicity in the 
Press throughout the country. The 
B.T.C. is of the opinion that as full pub- 
licity as possible was given in view of 
the restrictions to which the Commission 
was subjected whilst the scheme was 
actually before the Tribunal and until 
it received the final report of the 
Tribunal only three days before the 
scheme was due to come into operation 


Cabinet Statement on Railway Fares 


A statement on the Minister’s powers 
in relation to railway fares was issued 
from 10, Downing Street, on April 19. 

“There is still some misunderstand- 
ing” it is stated, “ both as to the powers 
of the Minister of Transport and the 
Government and as to what the 
Government seek to achieve. 

“Section 4 of the Transport Act, 
1947, empowers the Minister to give a 
direction to the British Transport Com- 
mission if the Minister thinks it ‘in the 
national interest.’ If the Minister thinks 
it in the national interest, having re- 
gard to the effect on the cost of living 
and on productivity and other factors, 
that the principle of sub-standard rates 
for workmen’s tickets, season tickets, 
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leave tickets, and other so-called sub- 
standard fares should be preserved, and 
that such fares should not be unduly 
raised, the Minister has a right and duty 
to give a general direction under Sec- 
tion 4 to the Commission as to the ex- 
ercise of its powers under a scheme con- 
firmed by the Tribunal. 

“If the Commission kas not discre- 
tion under any existing scheme to carry 
out the direction, it has the duty under 
Section 85 to make any necessary appli- 
cation to the Tribunal to enable it to do 
so. The Minister’s power to give such 
a direction is not fettered by any recom- 
mendation the Central Transport Con- 
sultative Committee may make. The 
Minister’s power was intended to be a 
general overriding power: and such a 
direction could only be challenged on 
the ground that he had not honestly 
given it in the national interest.” 


Differential Principle 

The statement adds that the Minister 
could certainly not be challenged on this 
ground where the direction he gives is to 
maintain the principle of a differential 
between sub-standard rates and ordi- 
nary rates, “ which has been a regular 
and an accepted practice on the rail- 
ways for many years.” 

It is not the intention of the Govern- 
ment that there should be no increase 
in railway fares. If fuel, materials, 
wages, and other things cost more, the 
railways are entitled to expect reason- 
able increases in their charges. 

“Tt is not reasonable, and it is con- 
trary to the national interest,” continues 
the statement, “that in increasing 
charges the railways should impose an 
excessive and disproportionate increase 
in sub-standard fares. The object of 
the Government is to ensure that the 
application of any increase in charges 
is fair. Moreover, what is done in one 
part of the country must obviously, in 
fairness, be done all over the country.” 

Parliament, it is pointed out, de- 
liberately inserted the provision that 
the Minister should give directions of 
a general character where, in his 
opinion, the national interest so re- 
quired. In doing this, Parliament sought 
a dual objective: first, that, subject to 
the Transport Tribunal, the B.T.C. 
should be responsible for the day-to-day 
running of its business; secondly, Par- 
liament realised that in a nationalised 
monopoly there must be some power 
for the Minister to intervene where the 
national interest required. 

If Parliament had not inserted this 
provision the Government and Parlia- 
ment, to which the Government is res- 
ponsible, would have been impotent, 
however wrong and contrary to the 
national interest both the Government 
and Parliament might think the policy 
and action of the Commission. “ Par- 
liament intended to create an organisa- 
tion” the statement concludes, “in 
which the Transport Commission, the 
Transport Tribunal, and the Minister 
would each have their assigned func- 
tions. The Minister does not usurp any 
of these functions when he exercises his 
statutory duty.” 
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Disney Resilient Rail Chair 
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Disney Resilient Rail Chair 


Standardised on the C.N.R. for use with concrete decking 
on bridges and turntables, and also used in tunnels 
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Disney resilient rail chair on a concrete bridge deck o1 tunnel floor 


N our issue of July 6, 1951, there 
appeared an article briefly describ- 
ing the method by which the loading 
gauge headway of the St. Clair Tunnel 
had recently been increased by means 
of special track installation. The ballast 
and sleepers were removed and the rails 
lowered on to Disney chairs bolted to 
continuous longitudinal  base-plates 
anchored to the concrete tunnel floor. 
This was possible only by using this 
resilient chair which has now been in 
service on the Canadian National Rail- 
ways for some 19 years, and is stan- 
dardised on that system. 

Improved on from time to time, this 
track-fitting installation, in the view 
of the C.N.R., “has long passed the 
experimental stage, and unquestionably 
provides the strongest, safest, and most 
economical track installation in exist- 
ence today.” It has been used in over 
200 instances on the main lines of the 
system alone under dense heavy traffic, 
and on the Central Region it has been 
fitted on all bridges. These chairs are 
constantly supporting 2-!0-2 and 4-8-4 
locomotives with axleloads of 30 and 27 
long tons, as well as heavy Mikado and 
Mountain type engines. 


Impact Absorption 


To quote the administration further: 
“The impact absorption characteristics 
of the type of Disney rail chair, which 
incorporates the shock-pad, are of defi- 
nite advantage and importance, particu- 
larly as regards smooth riding for pas- 
senger comfort, reduction of noise— 
especially in tunnels—reduction of wear 
on rolling stock and in respect of stress 
factors.” These chairs were installed 
nine years ago on the double-line 350-ft. 
steel central span of the Victoria Bridge 
over the St. Lawrence and extensometer 
tests have shown “ important reductions 
in impact stresses” in the superstructure. 
As a result of experience the Disney rail 
chair installations are regarded as an 


important step in railway track con- 
struction progress which “ gives perfect 
satisfaction combined with _ initial 
economies and reduces maintenance 
costs to a negligible quantity.” 

Other advantages claimed for this 
chair and its fittings include the elimi- 
nation of sleepers and their renewal; of 
ballast, its cleaning, maintenance, and 
waterproofing; reduction of vibration, 
bridge dead load, and construction 
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depth; also of excavation in tunnelling. 
Moreover, the positive resilient grip on 
the rails minimises wear between track 
and components, provides uniform dis- 
tribution of stress, limits vibration, and 
ensures greater cleanliness and a level 
and truly-aligned track, as well as 
greater safety. Above all, it practically 
eliminates track maintenance, is econo- 
mical in first cost, and secures a long- 
enduring road and trouble-free opera- 
tion. 


Vertical Movement 


The accompanying illustrations of the 
Disney chair installation need only the 
following amplification. The bases of 
the rail-clips have a radius designed to 
permit of vertical movement under con- 
trolled compression applied through the 
high-power spring washers. The shock- 
pad material is not affected by weather 
Or other track condition and _ has 
a very limited permanent set, re- 
taining its efficiency for long periods 
under heavy loading. Its degree of 
resilience is also limited to the extent 
necessary to ensure the isolation of 
high-frequency vibration without sacri- 
fice of stability under severe service 
conditions. 

The base-plates are usually in about 
30-ft. lengths, and the heads of the 1-in. 
bolts securing the chairs to them are 
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welded into the countersunk holes. 
Holes are drilled in the concrete to re- 
ceive the anchor bolts, which are se- 
cured by special cinch units, and neither 
become loose nor deteriorate under 
vibration and load. Each cinch unit 
consists of one iron and one lead-alloy 
coned ring, and two units are used to 
hold down each bolt. Grip is obtained 
by caulking, each lead-alloy cone being 
expanded circumferentially by wedging 
action exerted on it by the inner iron 
coned ring. 

The lead-alloy of the coned ring is not 
materially affected by temperature or 
weather and does not deteriorate or 
crystallise. The grip thus increases with 
the load up to the breaking strength of 
the bolt. The bolt holes above the cinch 
anchorage are subsequently filled by 
grouting with concrete. 

For electrified track, the Disney chair 
is provided with a second insulating pad 
between chair and base plate and with 
bolt-sleeves and washers of insulating 
material; it has proved as effective as its 
counterpart under steam traffic. It is 
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Installation of chair on steel at Victoria Bridge, St. Lawrence River 


claimed that-no other chair designed 
for direct attachment to concrete or 
steel has proved itself under actual 


main-line conditions for so long a 
period as the Disney. Sales in the 
United Kingdom are in the hands of 


Self-Priming Pump & Engineering Co. 
Ltd., of Parliament Mansions, Victoria 
Street, London, S.W.1. 








SWEDISH LLoyD SAILINGs.—There will be 
two sailings weekly between Tilbury and 
Gothenburg during April and May, with 
some extra sailings during the B.I.F. 
period, and from May 31 to September 6 
inclusive four sailings weekly, on Tues- 
days, Thursdays, and two on Saturdays. 
Similar sailings will be maintained until 
September 13 from Gothenburg. After 
the periods mentioned until the end of 
September there will be sailings from 
Tilbury on Mondays, Wednesdays, and 
Saturdays, and from Gothenburg on 
Tuesdays, Thursdays, and Saturdays. The 
“Swedish Lloyd Special” leaves St. 
Pancras at 3.30 p.m., and sailings from 
Tilbury are at 6 p.m.; when sailings are 
duplicated the additional boat train leaves 
St. Pancras at 4.25, with the sailing at 
7 pm. Besides the “ Gothenburger ” 
express between Stockholm and Gothen- 


burg Central, the “Londonpilen” (“London 
Arrow ”) runs between Stockholm and the 
London Pier, Gothenburg. 


NEw NIMONIC ALLOY FOR GAS TURBINES.— 
The Mond Nickel Co. Ltd. announces pro- 
duction of a new alloy, Nimonic 95, de- 
veloped from Nimonic 90, already well 
proved as a material for the moving blades 
of gas turbines. This alloy is the result of 
intensive research which has continued for 
more than twelve years to improve the high- 
temperature properties of nickel-chromium 
alloys without sacrificing forgeability at the 
expense of high-temperature strength. 
Improved methods of manufacture and pro- 
cessing have been adopted so that, although 
this new material is stronger and stiffer than 
Nimonic 90, it can still be hot-worked and 
machined. Nimonic 95 is the same type of 
alloy as Nimonic 90, but has an increased 


content of hardening elements. It provides 
the same level of strength as Nimonic 90, 
but at operating temperatures some 50° C. 
higher. The new alloy is already in pro- 
duction in the works of Henry Wiggin & 
Co. Ltd. 


ENGLISH ELECTRIC ExHIBITS AT THE B.1.F.— 
The stand of the English Electric Co. Ltd. at 
the Castle Bromwich Section of the British 
Industries Fair will include a typical diesel 
power house layout, a range of H.R.C. 
fuses, rectifiers, switchgear cubicles and 
industrial motors. The switchgear cubicles 
will be of unit construction, built from 
standardised parts. Process heating equip- 
ment will be represented by a 25-kW. high- 
frequency induction heater, using a single 
air-blast cooled oscillator valve. Rectifier 
exhibits will comprise single anode mercury 
pool rectifiers and a high-voltage tube. 
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Henschel Feed-Water Heater 


Designed with a view to economy in 
coal consumption and boiler feed water 


wit the aim of combining fuel 

economy with low initial and low 
running costs, the firm of Henschel & 
Sohn, G.m.b.H., of Kassel, has developed 
during the last six years the Henschel 
open-type pre-heater. It is claimed that 
with this device it is possible to save 
about 10 per cent. fuel, and to regain, by 
condensation of part of the exhaust 
steam, some 13 per cent. of feed water. 


The fuel savings which, particularly 
when heavy loads are being hauled, 
may be higher than indicated, result 
from: (a) heating the feed water to 
boiling temperature by the exhaust 
steam of the locomotive; (b) the storage 
effect, permitting the feed of hot water 
even with the regulator closed; and (c) 
improved boiler efficiency by smaller 
firing rate. At the same firing rate 





Diagram 


a locomotive when equipped with this 
type of pre-heater, may operate on a 
schedule which demands, say, a higher 
engine output of 10 per cent. The 
high pre-heater temperature of 212° F. 
has a strong degassing effect and 
precipitates a considerable part of scale- 
forming constituents. Operating advan- 
tages claimed are the preservation of 
the boiler due to feeding of hot, de- 


of Henschel open-type pre-heater 


Freight locomotive equipped with Henschel open-type pre-heater fitted in the smokebox and with evaporating surface, 
water contact of 2,090 sq. ft. 








464 


THE 


RAILWAY GAZETTE 





Shunting locomotive equipped with Henschel open-type pre-heater in side 
tank (evaporating surface, water contact 1,635 sq. ft.) 


gassed, and partially dehardened water, 
and reduced maintenance costs resulting 
therefrom. 

The pre-heater plant consists of the 
storage tank; the nozzle for mixing 
exhaust steam with water under water 
level; the feed-pump; the lifter with 
overflow; the exhaust connecting branch 
at the blast pipe; the control valve for 
the pump; and the piping. 


Method of Operation 


The Henschel pre-heater, a diagram 
of which is given on page 463 operates 
as follows: A lifter (2) operated with 
exhaust from the feed pump turbine, 
lifts the water from the main tank (A) 
into the storage tank (B). A return pipe 
(5) to the lifter ensures that the storage 
tank is always filled to the overflow 
margin, independently from the water 
level in the main tank. Close under the 
water level of the storage tank (C) is 
the mixing nozzle (3), fed with exhaust 
steam (lines 4 and 7) from the loco- 
motive. ; 

As soon as exhaust steam is supplied 
the water storage is heated up quickly 
so that hot water can be fed into the 
boiler. Even with the regulator closed 
hot water is available from the water 
storage and can be fed into the boiler 
for some length of time depending on 





the capacity of the storage tank. A 
vent (E) connects the interior of the 
storage tank with the atmosphere. 
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Feeding is accomplished by means of 
a turbo-pump (1) specially developed by 
the firm. In the course of many years 
of practical operation this pump has 
been perfected to work efficiently even 
on boiling water and at low inlet heads, 
The turbo-pump is of simple design and 
in supervision and maintenance may ke 
compared with electric lighting turbo- 
generators. 

The feed-water supply is dose by 
throttling the live-steam supply o! the 
small driving turbine. This control 
valve (6) is the only part of the equip- 
ment to be manipulated. There are no 
controls, a feature which contributes to 
low running costs. 


Alternative Designs 


During years of practical develop- 
ment, alternative designs were tried to 
find the most suitable place for 
the hot water tank. The original 


Pre-heater in tender of 2-10-0 type locomotive (evaporating surface, water 
contact 2,023 sq. ft.) 
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A 2-8-2 locomotive with pre-heater in two chambers against smokebox (evaporating surface, water contact 1,550 sq. ft.) 
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desien of placing the hot water 
tank inside the upper part of the 
smokebox has worked satisfactorily, but 
because of the height which water from 
the tender has to be lifted an additional 
impeller on the pump shaft was needed. 
This arrangement also required rather 
long pipe connections. 

By making the storage tank a part of 
the general water tank, the energy re- 
quired for lifting the water into the pre- 
heater chamber is considerably reduced 
and can thus be provided by an exhaust- 
steam operated lifter. This arrangement 
is also suited for tank engines. The 
complete equipment has an additional 
weight of from -7 to one ton. The 
capacity of the storage tank is laid out 
in accordance with the capacity of the 
engine—180 gal. for smaller locomotives 
and 180 to 300 gal. for larger engines. 
The storage tank is formed either by a 
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partition in the water space of the 
tender or by a partition in the tank of a 
tank engine, or by chambers welded to 
the smokebox. 

With the storage tank in the tender, 
two additional connecting hoses become 
necessary between engine and tender. 
Therefore the arrangement for loco- 
motives with trailing tenders has been 
developed with the storage tank split 
into two separate chambers and placed 
on the side of the smokebox. This 
arrangement provides for the shortest 
pipe connections since all armatures can 
be installed near to each other. Only 
the cold water supply pipe from the 
tender will become longer and must be 
fitted underneath the engine. 

Due to the low weight and the small 
outer dimensions of the additional 
equipment, the Henschel pre-heater may 
be fitted to existing locomotives with- 
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out difficulties. This method is said to 
have been applied with success by the 
German Federal Railways and other 
administrations. As a result of in- 


stantaneous and continuous heating 
process, a substantial saving is also 
claimed to be possible .on shunting 


locomotives. 


Results of Tests 


The German Federal Railways have 
tested this equipment on extensive test 
and trial runs as well as in service, and 
fuel savings amounting to 6 per cent. at 
iow loads to 14 per cent at high loads, 
averaging 8 to 14 per cent. in actual ser- 
vice are claimed. It is also claimed that 
the initial cost of the equipment is re- 
covered as a result of fuel savings after 
about two years of operation, depending 
on yearly mileage of a locomotive so 
fitted and local fuel costs. 








Improved Universal Cutting Machine 


Redesigned to give better operating 


facilities 


Will a view to providing improved 

operating facilities and greater 
scope, the British Oxygen Co. Ltd. has 
redesigned its 36-in. universal cutting 
machine. While the basic movement 
and capacity are similar to that of the 
previous design, a number of modifica- 
tions have been made, including the 
cutter and its controls, the oxygen 
panel, and the speed control for the 
template follower which incorporates a 
new drive. 

An additional feature is the introduc- 
tion of the M.C.6 cutter, which uses the 
B.O.C. one-piece nozzle, thus providing 
for easy interchange with this part of 
the equipment. In addition, a powder 
cutting attachment can be attached for 
profile cutting which will greatly extend 
the scope of the machine. The cutter 
is finished in chrome, and all corners 
have been rounded for easy cleaning, 
while the gas controls are colour-coded. 

The speed control has been changed 
and a rotary rheostat replaces the 
former sliding type. The “ on-off” and 
the “forward and reverse” switches 
also have been altered, and, together 
with the rheostat, have been mounted 
on a panel on the outer arm. The gate 
arms also have been modified and the 
cast girder-work has been replaced by 
panelling. 

Another innovation is the oxygen 
control panel, mounted on the left-hand 
side of the pillar, and protected by a 
chrome-steel strip. The panel consists 
of the latest type O.R. 13 regulator 
split up to enable grouping of the 
gauges at the top of the panel. A cut- 
ting chart is included. The acetylene 
supply is controlled by an A.R. 9 regu- 
lator fitted to either a cylinder or a 
manifold as in the previous design. 

Below the control panel is a master 
“knock-off ” valve, which governs both 





and greater 


scope 





Redesigned 36-in. cutting machine showing the oxygen panel and 
speed controller 


the oxygen and the acetylene supply to 
the cutter, enabling all gases to be cut 
off with one movement. The re- 
designed transmission to the tracer 
head incorporates an oil bath in which 
the oil level is visible through a glass 
panel. The lead screw cross-slide tem- 
plate adjuster has been retained. 

A further refinement is the provision 





of a hinged bracket on the pillar which 
can be fitted over the magnet roller, 


ENGINEERS’ GUILD, METROPOLITAN BRANCH. 
—At an ordinary meeting of the Engineers’ 
juild, Metropolitan Branch, to be held at 
Caxton Hall, Westminster, on May 8, at 
6 p.m., Mr. H. J. B. Harding will speak on 
“ The Development of An Engineer.” 
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Light-Alloy Hopper Wagons in France 


Designed for bulk conveyance of alumina 


Ps anole ice kee 22 


Hopper wagon operated by the Compagnie Pechiney 


THE firm of Société de Transports 
et Manutentions Industriels has 
built for the Compagnie Pechiney 15 
hopper wagons for conveying alumina. 
Aluminium alloys have been largely 
used, with the result that there is a 
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End section of the wagon 


high ratio (4:33) betwéen the payload 
and the tare. 
Leading dimensions of the wagons 
are:— 
Length overall 
Capacity 
Tare weight 
Maximum load 


15 m. (49 ft.) 
. 7 cu. m. (93 cu. yd.) 
15 tonnes (14-8 tons) 
. 65 tonnes (64 tons) 
The payload is temporarily limited 
to 57 tonnes (56:1 tons) as the S.N.C.F. 
does not allow at present trains with 
more than 18 tonnes axleload on the 
lines over which the wagons will run. 
Before adoption of the light metal 


STEEL CASTINGS AND TOOLS AT THE B.1.F.— 
Edgar Allen & Co. Ltd., will exhibit at 
the British Industries Fair a range of steel 
castings, small tools, permanent magnets, 
special tool steels, axlebox liners, and simi- 
lar items. A 24-in. dia. circular saw, which 
has proved successful in sawing magne- 


A-U4G (British equivalent H15.WpP 
alloy). The weight saved on these parts 
is 60 per cent. One bogie is equipped 
with eight brake shoes and weighs 4,200 
kg. (9,260 Ib.); the other, unbraked, 
weighs 3,700 kg. (8,157 Ib.). 

The main frame and buffer beam are 
channels 250 mm. (10 in.) deep. The 
underframe bogie cross-member _ is 
built-up section having a modulus Z = 
1,950,000 mm* (119-2 in.*) The body 
sheets have the following thicknesses 
(see accompanying diagram) : — 


DEFG . 3mm. (= Il s.w.g. nearest) 


CDand GH . 4mm.(= 8s.w.g. 

ABandlJ . Smm.(= 6s.wg. 5 ) 

A-G5 (British BS 1473-NR6) rivets 
up to 12 mm. (0:47 in.) were used; 
above this steel rivets were used. Buffers 


Hoppers from which the alumina is ejected as a liquid 


construction, several projects were 
examined to determine the economic 
advantages offered by the use of alumi- 
nium alloys in different proportions. 
This study resulted in the establishment 
of certain principles embodied in the 
construction. Frame and body are 
entirely in A-G5 aluminium alloy 
(British equivalent—BS-N6 alloy); this 
alloy was chosen in spite of relatively 
moderate mechanical characteristics: it 
can be welded, and it has a high cor- 
rosion resistance which, in particular, 
obviates painting the bodies. 

The bogies are in welded steel but the 
axleboxes are cast in alloy A-USGT 
(British equivalent BS 1409-LM11. WP), 
and some of the brake details are in 


sium and aluminium at the works of Ster- 
ling Metals Limited, Nuneaton. will be 
shown for the first time. Small tools will 
include standard, form ground special, and 
hand ground special Stag Major Superweld 
butt-welded tools, high speed steel solid 
tools of various form ground special types, 


and most of the cast parts are in 
A-USGT. The weight saved by using 
7,400 kg. of aluminium alloys in éach 
wagon is approximately 10-11 tonnes 
(9°85-10°85 tons). 

The wagons run as a complete train 
of 14 vehicles. The train payload is 
800 tonnes (790 tons) of alumina on 
each journey. 

The unloading of alumina by 
gravity alone would present serious 
difficulties by reason of the risk of 
obstruction of the hoppers. The three 
hoppers are provided with porous tiles; 
a current of slightly compressed air 
blown through the tiles during unload- 
ing emulsifies the alumina, and makes 
it flow as a liquid. 


Athyweld deposit-welded tools, form tools 
in the same material, and various deposit- 
welded woodworking blades. There will 
also be a range of Stag Major high-speed 
steel toolholder bits, both round and 
square, and Stag Major special design taper 
shank twist drills. 


Pa Se 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. D. PP.» McDonald, formerly 
Chairman of the South African Railways 
& Harbours Service Commission, Pretoria, 
has been appointed Assistant General 
Manager (Staff), South African Railways, 
Johannesburg. 


Mr. R. L. E. Lawrence, O.B.E., M.Inst.T., 
District Operating Superintendent, Derby, 
London Midland Region, who, as recorded 
in our April 11 issue, has been appointed 
Operating Assistant, Railway Excecutive 
headquarters, began his career with the 
L.N.E.R. at Earswick in 1934. After 
training at various stations around New- 
castle and York he became a passenger 


Mr. R. L. E. Lawrence 


Appointed Operating Assistant, Railway 
Executive headquarters 


trains clerk in the Superintendent’s Office 
at York, in 1937, and was appointed to the 
Works Section, Chief General Manager’s 
Office, Kings Cross, in 19 Mr. 
Lawrence joined the Forces in 1939 and 
attained the rank of Colonel in the Royal 
Engineers. After demobilisation in 1946, 
he returned as Assistant to the District 
Superintendent and District Locomotive 
Superintendent, Darlington, and in 1947 
became Assistant District Superintendent 
at Sunderland, and, later, Trains Assistant 
to the Superintendent and Motive Power 
Superintendent, York. He was appointed 
Trains Assistant to the Divisional 
Operating and Commercial Super- 
intendents, York, in 1949, District 
Operating Superintendent at Liverpool 
Central in 1950, and at Derby in 1951. 


Mr. J. R. Farquharson, Chief Engineer 
& Deputy General Manager, East African 
Railways & Harbours, recently left East 
Africa for the Sudan, as General Manager 
designate of the Sudan Railways. _ After 
a tour of the system he is proceeding on 
three months leave to England and on his 
return will take over from Mr. R. J. 
Hillard, the present General Manager. Mr. 
Farquharson has been succeeded as Chief 
Engineer, East African Railways & Har- 
bours, by Mr. W. Urquhart, formerly 
Assistant Chief Engineer. 


WESTERN REGION APPOINTMENTS 

The Western Region has announced the 
following appointments :— 

Mr. F. G. Dean, Assistant (Operating) to 
Mr. V. M. Barrington-Ward, Member, 
Railway Executive, to be District Operat- 
ing Superintendent, Worcester, Western 
Region. 

Mr. P. F. Grant, to be Assistant to the 
Chief Accountant, Paddington. 


Mr. W. D. Havelock, O.B.E., District 
Goods Superintendent, Wolverhampton, 
London Midland and Western Regions, 
who, as recorded in our April 11 issue, 
has been appointed District Commercial 
Superintendent, Hull, North Eastern 
Region, joined the L.N.E.R. in 1923, and 


Mr. W. D. Havelock 


Appointed District Commercial Superintendent, 
Hull, North Eastern Region 


served at Tyneside stations until trans- 
ferred to the District Superintendent’s 
Office, Newcastle-on-Tyne, where he re- 
mained for a number of years. In 1938 
he became an Assistant to the Goods 
Agent, York, and later held a similar posi- 
tion at Hull, returning to York on the staff 
of the Goods Manager, North Eastern 
Area, in 1940. During the war he acted 
as Dock Agent at Victoria Dock, Hull, 
and also King George Dock, Hull, until 
seconded to the Colonial Office in 1943, 
where he _ served as Port Manager, 
Takoradi, Gold Coast, and Port Manager, 
Sierra Leone. Mr. Havelock was awarded 
the O.B.E. in the 1945 Birthday Honours 
List, as recognition of his contribution to 
the war effort in reorganising the working 
of the Port of Freetown. On return to 
the railway in 1945, he was appointed 
Assistant to the District Goods Manager, 
Newcastle, and in 1946 was made an 
Assistant to the Divisional General 
Manager, North Eastern Area, York. The 
following year he became District Goods 
Manager, Leeds, and in 1949 went to Rail- 
way Executive headquarters as Acting 
Internal Relations Officer. In 1950, after 
serving with a Railway Executive Working 
Party for six months, he was appointed 
District Goods Superintendent, Wolver- 
hampton, London Midland, and Western 
Regions. 


Mr. W. N. Green, who has retired from 
the managership of the Northern Railway, 
Costa Rica, arrived in this country recently 
and has been appointed a Director of the 
Costa Rica Railway Co. Ltd. 


Mr. J. Hollingworth, Assistant District 
Goods Superintendent, Manchester, Lon- 
don Midland Region, who, as recorded in 
our March 14 issue, has been appointed 
District Goods Superintendent, Bolton, 
began his railway career on the L.N.W.R. 
at Manchester London Road in 1910. 
During the 1914-18 war he served with the 
42nd and 66th East Lancashire Divisions 
and on demobilisation resumed in the Dis- 
trict Goods Manager’s office at Man- 
chester. He later served as goods agent 


Mr. J. Hollingworth 


Appointed District Goods Superintendent, 
Bolton, London Midland Region 


at Gloucester and Burton-on-Trent and in 
1945 was appointed Assistant District 
Goods & Passenger Manager, Chester. A 
year later he became Assistant District 
Traffic Superintendent, Chester, followed in 
1948 by his appointment as Assistant 
District Goods Superintendent, Manchester. 


We regret to record the death on 
April 7, at the age of 74, of Mr. Orlando 
G, R. Beere, A.M.I.Mech.E., A.M.LP.E., 
Director, Selson Machine Tool Co. Ltd. 


Mr. E. R. Radway, M.I.Mech.E., 
A.M.LE.E., A.M.LStruct.E., who has been 
appointed Mechanical & Electrical Engi- 
neer, South Wales Docks, Docks & Inland 
Waterways Executive, was trained at 
Swindon Works, G.W.R. After being on 
dock, hydraulic and electrical work in the 
Chief Mechanical Engineer’s drawing office 
from 1932 to 1946, he was appointed Assis- 
tant (Electrical) to the Divisional Locomo- 
tive Superintendent, Worcester, and subse- 
quently was transferred to Cardiff, where 
in 1948 he became Assistant Electrical 
Engineer, South Wales Docks. He took 
over the duties of Electrical Engineer, 
South Wales Docks, in 1950, and in 
January, 1951, assumed responsibility for 
the mechanical engineering work of South 
Wales Docks (East), that is Cardiff, Barry, 
Newport, and Penarth. 





Thomas Eaglesfield 


Appointed District Motive Power Superintendent, 
York, North Eastern Region 


Mr. Thomas Eaglesfield, District Motive 
Power Superintendent, Sheffield, Eastern 
Region, who, as recorded in our April 4 
issue, has been appointed District Motive 
Power Superintendent, York, North East- 
ern Region, was educated at Chesterfield 
Grammar School and Derby Technical 
College. He joined the Midland Railway 
in 1921 as a privileged apprentice at 
Hasland Motive Power Depot, and trans- 
ferred to the Chief Mechanical Engineer's 
Works at Derby in 1922. He was ap- 
pointed Running Shed Foreman at Aber- 
gavenny in 1928 and moved to a similar 
position at Crewe North in 1933. Mr. 
Eaglesfield was promoted Assistant Dis- 
trict Locomotive Superintendent at Cam- 
den in 1938 and became an Assistant in 
the Office of the Divisional Operating 
Manager at Crewe in 1943. In 1947 he 
was made District Locomotive Superinten- 
dent at Sheffield (redesignated District 


Mr. Gilbert S. Hill 


Appointed Welfare Officer, London 
Midland Region 


RAILWAY GAZETTE 


Mr. R. Tildesley 


Appointed District Motive Power Superintendent, 
Rugby, London Midland Region 


Power Superintendent in 1948), 
and took over the joint supervision of 
Sheffield, London Midland and Eastern 
Region depots, in June, 1951. 


Motive 


Mr. R. Tildesley, A.M.I.Loco.E., Dis- 
trict Motive Power Superintendent, Bletch- 
ley, London Midland Region, who, as 
recorded in our March 28 issue, has been 
appointed District Motive Power Superin- 
tendent, Rugby, was educated at Stand 
Grammar School, Whitefield, Manchester, 
and entered the service of the L.M.S.R. 
as a premium apprentice in the Chief 
Mechanical Engineer’s Department at 
Horwich in 1929. Five years later Mr. 
Tildesley joined the Motive Power Super- 
intendent’s Department and after further 
experience at various depots was appointed 
Head Office Inspector at Euston head- 
quarters in 1937. In 1939 he became 
Assistant District Locomotive Superin- 


Mr. J. J. Willan 


Staff Assistant to Commercial Superintendent, 
E. Region, who has retired 
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Mr. J. F. H. Tyler 


Appointed Assistant Signal & Telecommunication s 
Engineer, Western Region 


tendent at Bescot and in 1946 returned to 
Euston as an Assistant in the Motive 
Power Department at headquarters. He 
was appointed District Motive Power 
Superintendent, Bletchley, in 1950. 


Mr. J. F. H. Tyler, B.Sc.(Eng.), 
M.I.R.S.E., Assistant to the Signal & Tele- 
graph Engineer, Western Region, who, as 
recorded in our April 4 issue, has been 
appointed Assistant Signal &  Tele- 
communications Engineer, began his 
career in the Signal & Telegraph Depart- 
ment, Southern Railway, in 1925. After a 
period in the shops and on general signal- 
ling work, he was engaged on the multiple- 
aspect resignalling between Coulsdon and 
Brighton, in connection with the Brighton 
line electrification, and on the Waterloo to 
Hampton Court Junction multiple-aspect 
resignalling. In 1935 he joined the Signal 
Department, L.P.T.B., and was associated 


Mr. V. L. Ward 


Stationmaster, St. Pancras, London Midland 
egion, 1947-5 
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with resignalling at Cromwell Curve, 
Northern City Line and Neasden before 
leaving in 1937 to join the staff of the 
Signal & Telegraph Engineer, L.N.E.R. 
(Southern Area), where he was responsible 
for the planning side of the resignalling 
in connection with the Liverpool Street- 
Shenfield and the Manchester-Sheffield- 
Wath electrification schemes. He was also 
responsible for the planning and installa- 
tion of the first sequence switch interlock- 
ing installation at Doncaster, until the 
work was closed down during the war. In 
1942 he became Senior Assistant (General) 
and on the formation of the Assistant 
Chief Engineer (Signal) office in 1943, he 
was appointed Assistant (Signals). Mr. 
Tyler joined the G.W.R. as Assistant to 
the Signal & Telegraph Engineer in 1947. 
From 1942 to 1947 Mr. Tyler was lecturer 
in telecommunications at the Enfield 
Technical College and since 1946 he has 
been on the Council of the Institution of 
Railway Signal Engineers. 


Mr. Gilbert S. Hill, Divisional Welfare 
Officer, Manchester, & General Ambulance 
Secretary, London Midland Region, who, 
as recorded in our March 21 issue, has 
been appointed Welfare Officer, London 
Midland Region, began his railway career 
on the Lancashire & Yorkshire Railway 
in 1909. From then until 1922 he served 
under the Chief Traffic Manager and Chief 
Goods Manager on traders’ tickets, ship- 
ping, personal, new works and other sec- 
tions. In 1923 Mr. Hill was tzansferred 
to the Chief General Superintendent’s 
Department, L.M.S.R. Western Division 
and two years later became full-time 
General Ambulance Secretary for the 
L.M.S.R.; in 1934 he was appointed 
Divisional Welfare Supervisor & General 
Ambulance Secretary. Mr. Hill has been 
actively concerned with the _ railway 
ambulance movement since 1916. He is 
an Officer Brother of the Order of St. 
John of Jerusalem, Chairman of the Rail- 
way Ambulance Central Representatives 
Committee and a member of the Railway 
Executive Committee on first aid matters. 


Mr. J. J. Willan, who has retired as 
Staff Assistant to the Commercial Super- 
intendent, North Eastern Region, joined 
the North Eastern Railway in the Dis- 
trict Passenger Agent’s Office at Darling- 
ton, in 1904, and five years later 
transferred to the Chief Passenger Agent’s 
Office at York, since when he has been 
employed exclusively on staff work. His 
activities were confined to the Goods & 
Passenger Departments at York head- 
quarters until he was appointed Chief 
Staff Clerk to the District Goods Man- 
ager and District Passenger Manager, 
Newcastle, in 1926. In 1931, he returned 
to York as Chief Staff Clerk to the Goods 
Manager and Passenger Manager, and for 
a period of ten years was employed as 
Chief Salaried Staff Clerk to the Superin- 
tendent, Goods Manager, Passenger Man- 
ager, and Locomotive Running Superin- 
tendent, before being appointed Staff 
Assistant to the Commercial Superin- 
tendent. 


Mr. V. L. Ward, Stationmaster, St. 
Pancras, London Midland Region, who, as 
recorded in our April 11 issue, has retired, 
joined the North Staffordshire Railway as 
a junior clerk in 1904. After serving at 
various places he was appointed booking 
and parcels clerk at Cheadle in 1913, and 


Relief Clerk & Stationmaster, Stoke-on-. 


Trent District, in 1915. In 1926 Mr. Ward 
became Stationmaster & Goods Agent at 
Burslem, and in 1932 he was appointed 
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Stationmaster at Chesterfield. After 
serving as Stationmaster, Luton (from 
1937), and as Stationmaster & Goods 
Agent, Wellingborough (from 1940), he 
was appointed Stationmaster, Derby, in 
1943. He was one of the “first fifty” 
students attending the opening session of 
the L.M.S.R. School of Transport at 
Derby. He became Stationmaster, St. 
Pancras, London Midland Region, in 
October, 1947. 


We regret to record the death on 
April 21, at the age of 62, of Sir Stafford 
Cripps, Q.C., F.R.S., Chancellor of the 
Exchequer, 1947-50. He had been Presi- 
dent of the Board of Trade from 1945 
until October, 1947, when he was appointed 
as Minister of Economic Affairs and took 
charge of the co-ordination of the econo- 
mic departments, which included the 


Board of Trade and the Ministries of 
Supply, Fuel & Power, Labour, and Trans- 
rt. 


. In November, 1947, he became 
Chancellor of the Exchequer and con- 
tinued to hold office until 1950, when he 
resigned as a result of ill health. 


Mr. D. G. D. Haws has been appointed 
London District Manager of Dean & 
Dawson Limited in place of Mr. A. W. 
Cooke, who has resigned. 


Mr. Frederick H. Johnson, for some 
years a local Director of Thomas Smith 
& Sons (Rodley) Ltd. has been 
appointed a full Director. The company 
is a member of the Thos. W. Ward Group 
of companies. 


As the control of Henry Meadows 
Limited, has now been acquired by Asso- 
ciated British Engineering Limited, Major- 
General W. S. Tope has relinquished the 
chairmanship and Mr. Alan P. Good has 
become Chairman. Major-General Tope 
is taking up other important duties in the 
Brush-Aboe Group. 


LONDON MIDLAND REGION APPOINTMENTS 

The following appointments have been 
announced by British Railways, London 
Midland Region :— 

Mr. F. Marsden, Assistant District Com- 
mercial Superintendent, Barrow, to be 
Shipping Traffic Superintendent, Belfast. 

Mr. H. Vernon, Assistant (Signalling), 
Operating Superintendent’s Office, Euston, 
to be Signalling Assistant to Operating 
Superintendent, Euston. 

Mr. G. F. Luther, Head of Section 
(Passenger Development and Parcels), 
Commercial Superintendent’s Office, 
Euston, to be Assistant District Passenger 
Superintendent, Euston. 

Mr. F. Bateman, Assistant to District 
Operating Superintendent, Leicester, to be 
Assistant District Operating Superinten- 
dent, Barrow-in-Furness. 


We regret to record the death on 
April 19, at the age of 76, of Professor Sir 
Charles Inglis, O.B.E., F.R.S., M.LCE., 
M.I.Mech.E., Vice-Provost of King’s 
College, Cambridge, 1943-46, and Pro- 
fessor Emeritus of Engineering in the 
University of Cambridge. Though his life- 
work was connected with the University of 
Cambridge, he established a considerable 
reputation as a consultant and was Chair- 
man of the Railway (London Plan) Com- 
mittee, which reported to the Minister of 
War Transport in 1946, with a scheme for 
railway development in London. After 
taking his degree in 1898 he had become a 
pupil to Sir John Wolfe Barry and later 
was an assistant engineer on various 
public works, including London under- 
ground railway construction. He became 
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a member of the L.M.S.R. Advisory Com- 
mittee for Scientific Research on its forma- 
tion in 1930 and continued to hold this 
position for a number of years. In 1924 
he received the Telford Medal from the 
Institution of Civil Engineers and he was 
President of the Institution for 1941-42. 


Mr. G. S. Causon and Mr. A. E. Nicol, 
who have been with the Hackbridge & 
Hewittic Electric Co. Ltd., for nearly 25 
years, have been appointed Directors of 
the company. 


The following appointments have been 
made by the East African Railways & Har- 
bours, in conection with reorganisation of 
the Transportation Department, reference 
to which was made in our October 19. 
1951, issue:— 

Mr. C. T. Hutson, to be Chief Commer- 
cial Superintendent. 

Mr. J. H. Collier-Wright, to be Assistant 
Chief Commercial Superintendent. 

Mr. D. D. Bartlett, to be Chief Operat- 
ing Superintendent. 

Mr. J. A. Addington, to be Assistant 
‘Chief Operating Superintendent. 


Mr. René A. Leleu has been appointed 
Canadian Pacific Railway Representative 
in Switzerland. 


We regret to record the death on 
April 8, at the age of 58, of Mr. James J. 
Mariner, Vice-President of Thos. Cook & 
Son Inc. and the company’s Assistant 
General Manager for the U.S.A. and 
Canada. 


The Council of the Institute of Fuel has 
awarded the Melchett Medal for 1952 to 
Professor D. T. A. Townend, in recognition 
of his outstanding contribution to the 
science of combustion, particularly in the 
field of higher hydrocarbons. Dr. Townend 
is Director General of the British Coal 
Utilisation Research Association. 


Mr. M. A. H. Bellhouse has been 
appointed Deputy Managing Director, and 
Mr. F. E. Cairns and Mr. W. E. Lambourn, 
Directors, of the Pressed Steel Co. Ltd. 
The following senior executives have been 
made local Directors: Messrs. R. Craig, 
D. D. Hobday, J. A. Keyden, R. Robertson, 
and E. G. Rowledge. 


Sir Alexander H. Maxwell, Chairman of 
the British Travel & Holidays Association, 
and Mr. James Maxwell, General Manager 
of Thos. Cook & Son Ltd., have received 
from the French Government the Légion 
d@’Honneur for services to tourism. Sir 
Alexander Maxwell has been awarded the 
rank of Officer and Mr. James Maxwell 
that of Chevalier. 


Mr. W. Hill, Chief Draughtsman, 
Transportation Centre, R.E., Longmoor, 
was, an April 13, presented with a Wilton 
carpet on behalf of officers (past and 
present) of the Centre, on the occasion of 
his retirement after 30 years’ service. The 
presentation was made by Brigadier 
C.E.M. Herbert, Commandant of the 
Centre. 


The prize for the best paper read before 
the Institution of Railway Signal Engineers 
during 1951 has been awarded to Monsieur 
J. G. Walter for his paper on Modern 
Signalling on the French National Raii- 
ways.” The presentation is to take place 
during the Institution’s visit to Paris during 
May. The second prize has been pre- 
sented to Mr. N. Marshall for his paper 
on “Testing of Power Signalling 
Installations.” 
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British Transport Commission Statistics (Period No. 2) 


Summary of the principal statistics for the four-week period ending February 24 
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Associated Electrical Industries Limited 


Export orders occupy maximum manufacturing capacity of group 


The annual general meeting of Asso- 
ciated Electrical Industries Limited was 
held in London on April 1. Sir George 
E. Bailey, Chairman of the company, 
presided. 

The net profit for the year, Sir George 
Bailey said in the course of his speech, at 
£2,524.000 was slightly higher than for the 
previous year. The dividend of 20 per cent. 
for the year recommended by the board 
might seem a generous return to the stock- 
holders, but it should be clearly understood 
that the stockholders had invested large 
sums in the business by way of retention 
of profits. The return to the stockholders 
was, in fact, very modest, being slightly 
less than 44 per cent. on the total cash 
they had invested in the business. The 
very conservative dividend policy of the 
board was due to the calls made on their 
resources by the heavy burden of taxation, 
the high cost of replacements, the increase 
in the value of work in progress, and the 
necessity of providing the extensions 
required to meet the ever-expanding 
demand for the company’s products. 


Burden of Taxation 


How great was the burden of taxation, 
he added, was evident from the fact that 
during the year under review the company 
had to provide £5,400,000 for taxation; 
against this the ordinary stockholders 
would receive £673,000 net for the year. 

Until the Finance Bill became law, it 
was only possible to give a very provi- 
sional estimate of the effects of the 
Budget; if profits in 1952 were the same 
as in 1951, E.P.L. would amount to 
around £350,000. To that extent, there- 
fore, there would be less available for 
ploughing back into the business. If, how- 
ever, due to increased efficiency, profits 
were higher, the levy would be even moie 
severe. 


First Gas Turbine Locomotive 


In the field of transport, the Chairman 
pointed out that Metropolitan-Vickers had 
delivered to British Railways the first 
British-built gas turbine locomotive. It 
was rated at 3,000 h.p. continuously and 
was undergoing trials before going into 
regular service in the Western Region. 

The group companies continued to 
secure a large volume of orders for export, 
up to their maximum manufacturing 
capacity. This year’s order book showed 
a wide distribution of business throughout 
the world covering all the group’s products. 

In some countries the group had assisted 
in the development of local manufacture. 
Experience had shown that this increased 
good will in those territories and had the 
effect of increasing rather than diminish- 
ing exports. 

Production in the group in 1951, Sir 
George Bailey continued, reached the 
record total figure of £61,000,000. With 
the value of orders in hand standing at the 
record figure of £135,000,000, employees 
Should realise that given the raw materials, 
they need have no anxiety as to employ- 
ment, and should redouble their efforts to 
reduce this load, particularly as the Budget 
Proposals meant less taxation on enhanced 
earnings. 


Raw Material Supplies 


The combined efforts of management 
and workpeople would be unavailing if the 
Necessary raw materials were not forth- 
coming. He appealed to the Government, 


appreciating, however, that other com- 
panies might be in similar circumstances. 
More than three-quaiters of their orders 
in hand were for Government departments, 
nationalised industries, or export. 

The demand for electricity continued to 
expand throughout the world and with it 
the demand for their products. The total 
value of orders received in 1951 was 30 per 
cent. higher than in 1950. 

The report and accounts were adopted. 


Reconstruction of the Jura 
Railways 


The first stage of a comprehensive pro- 
gramme of reconstruction and electrifica- 
tion of the Chemins de Fer du Jura, in 
progress since last summer, is nearing com- 
pletion. It is expected that electric trac- 
tion on the 16}-mile metre-gauge La 
Chaux-de-Fonds—Saignelégier section will 
be inaugurated in July. 

The diversity of the system has con- 
siderably hampered working and adversely 
affected the financial results of the four 
lines owned and worked by the company, 
each of which had their own repair shops. 
These lines, in addition to the La Chaux- 
de-Fonds—Saignelégier line, dating from 
1892, comprise the standard-gauge line 
between Porrentruy and Bonfol (branching 
at Porrentruy from the Berne-Delle- 
Belfort main line), with an extension from 
Bonfol to the French frontier at Pfetter- 
house, for Dannemarie on the Mulhouse- 
Belfort main line; the Saignelégier- 
Glovelier standard-gauge line (15 miles) 
and the Tavamnes-Tramelan-Le Noirmont 
metre-gauge line (14 miles). 

The Porrentruy-Bonfol line, opened in 
1901, is separate from the rest of the sys- 
tem, to which it is connected only by the 
Glovelier-Porrentruy section of the Federal 
Railways Delémont-Delle line. It was 
electrified recently, although electric trac- 
tion will not be introduced until May be- 
cause of delay in the delivery of loco- 
motives. The Saignelégier-Glovelier line, 
steam-worked, dates from 1904, and the 
first section of the Tavannes-Le Noirmont 
line (the 8} mile Tavannes-Tramelan sec- 
tion) was completed in 1884, and was 
steam-worked until 1913, when the 
Tramelan-Le Noirmont section was opened 
from the outset with electric traction, this 
being extended alse to the original section. 


Electrification and Gauge Conversion 

A scheme for the technical and financial 
reconstruction of the system was embarked 
on last summer. Standard-gauge will be 
retained only on the Porrentruy-Bonfol 
line, which, with its extension in France 
(owned and worked by the French 
National Railways), connects two 
main lines. The Saignelégier-Glovelier 
line will be reduced from standard to 
metre-gauge to allow through working with 
the Chaux-de-Fonds—Saignelégier metre- 
gauge line. For some years. the 
Saignelégier-Glovelier line has been open 
for goods and livestock traffic only, and 
the company has been operating bus 
services between those points. The recon- 
structed Saignelégier-Glovelier line and the 
Saignelégier—Chaux-de-Fonds line were 
scheduled for electrification, and it is 
believed the reconstruction and electrifica- 
tion of the Saignelégier-Glovelier line will 
be finished by July, 1953. 
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Two electric locomotives of 29 tonnes 
each, with a speed of 37 m.p.h., will be 
placed in service on the Porrentruy-Bonfol 
line. The new rolling stock for this line 
will consist of three former Federal Rail- 
ways coaches, reconstructed, a combined 
baggage and goods van, and a wagon. 

For the narrow-gauge lines will be pro- 
vided three goods locomotives with a 
maximum speed of 46 m.p.h., six motor 
coaches, 15 wagons, and eight transporter 
wagons for the conveyance of standard- 
gauge vehicles. The present four repair 
shops are to be reduced to two, one for 
the standard-gauge line, and cne, at 
Tramelan, for the narrow-gauge lines. 

The reconstruction of the lines involves 
replacing some 50,000 sleepers. and the 
elimination of some level crossings, prin- 
cipally on the La Chaux-de-Fonds— 
Saignelégier line. Four substations are to 
convert the current supplied from 
50,000 V. to 1.500 V. The road service 
between Glovelier and Saignelégier is to be 
retained. 


Mexican Railway 
Developments 


The National Railways of Mexico are 
investing $75,000,000 (about 620,000,000 
pesos) in new rolling stock, modernisation, 
and improvements according to Mr. 
Manuel R. Palacios, General Manager. 
The entire sum was received in credits 
from the Export-Import Bank of Washing- 
ton and that the present balances will be 
used up before the end of this year. 

In a resumé of plans for the current 
year, Mr. Palacios denied reports that 
rolling stock ordered from Schindler Wagon 
A.G. in Switzerland will supplant the 
special “ Aguila Azteca” trains, which run 
between Mexico City and Nuevo Laredo on 
the United States border. The Swiss- 
built stock will consist solely of sleeping 
cars, a dining room and luggage van, but 
the “Aguila Azteca” service will include 
first and second class coaches and stan- 
dard Pullman-type coaches. 

The new, fast service between Mexico 
City and San Antonio (Texas) will not be- 
gin before the middle of the year. Twenty- 
one coaches from Switzerland have been 
ordered at a cost of 26.000.000 pesos 
($3,009,240), and 54 coaches have been 
bought from a French manufacturer, at a 
cost of more than 30,000,000 pesos 
($3,472,000). Another order has been 
given to the Pullman Car Company of the 
U.S.A. for 34 coaches valued at 29,000.000 
pesos ($3,356,160). 

Mexican technicians are in Switzerland 
insvecting the construction of the rolling 
stock at the Schindler works, whose order 
includes nine sleeping cars, of which three 
are de-luxe bedroom cars. with each sleep- 
ing compartment having its own shower. 
wash bowl, and upper and lower berths: 
three dining cars; three observation cars, 
and six luggage vans. The dining cars 
are equipned with a spacious bar. and the 
observation cars have radio-telephone. 

The Swiss coaches are of resistant alu- 
minium with a maximum weight of 45 
tons—40 per cent. less than that of stan- 
dard Puliman-type stock. They are 
wider and lower, permitting speed with 
safety. and especially adapted to curves. 
The schedule between Mexico City and 
Laredo, with the new stock, will be 164 
hr. The improvement programme also 
covers the Interoceanic route. Some 
60,000,000 pesos ($6.944,000) have been 
spent on modernising the Panamerican 
Division; improvements in the Tehuano 
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Division (Isthmus of Tehuantepec) will 
cost in: all 12,000,000 pesos ($1,388,880). 

The National Railways now have 185 
diesel locomotives. each able to haul 120 
wagons on level sections and 60 on moun- 
tain sections. The narrow-gauge section 
between Oaxaca and Veracruz (via 
Esperanza) will be widened, to enable the 
journey to be covered in 6-8 hr. 

In the Cardenas Division, covering San 
Luis Potosi-Tampico; Tampico-Monterrey 
and Mexico-Guadalajara, 112-lb. rails are 
being installed, as between Mexico City 
and Ciudad Jiménez in the State of Chi- 
huahua. In addition, a large freight and 
passenger terminus in the Valley of 
Mexico (Mexico City) will be inaugurated 
this year. 

The government price-fixing agency has 
placed an order in the United States for 
the construction, at. a cost of $30,000,000, 
of 200 wagons with chutes in the roof to 
permit easy loading of cereals and grains 
and chutes at floor level for unloading. 


Efficiency in Transport 


Sir Eustace Missenden, Chairman of the 
Railway Executive from its formation in 
1947 until his retirement in January, 1951, 
has contributed the following letter to The 
Times of April 23:— 

Amid the din which has arisen about 
transport, I think it desirable that certain 
facts and principles should be restated, free 
of political theory or propaganda. Having 
spent my whole life in transport, I should 
be grateful, therefore, if you would permit 
me to point out the following : — 

(1) To talk of rail versus road is to revive 
an old controversy which ought long since 
to have died. The nation must have rail 
and road, for neither can wholly replace 
the other or do the nation’s transport work 
by itself. 

(2) World experience shows (and 
it has long been accepted by informed 
transport opinion) that railways, under 
obligation to accept all traffic at all times 
and in all places and with their charges 
strictly controlled by law, cannot long be 
self-supporting against road competition 
free of similar obligations and restrictions: 
if so left they will pile up serious and ever- 
growing deficits which will have to be met 
by the taxpayer. The modern industrial 
State must have a complementary road and 
rail service with a common financial 
ownership. Such a service should need no 
subsidy. 

Economies through Unification 

(3) Only four years have passed since 
our railways underwent a considerable re- 
organisation, which has by no means 
reached finality. Great and lasting 
economies have been achieved through 
unification, and, in my opinion, it would 
be folly to throw these away by hasty 
action. The railways are one of the 
nation’s biggest industries, and even senior 
officers with years of experience in their 
operation will be hard put to it to face 
another internal convulsion in so short a 
time. Moreover, the reaction on the rail- 
ways’ staffs themselves will hardly be less 
upsetting, and if this is to happen after 
every general election we must say good- 
bye to all hope of efficiency in the trans- 
port system. 

(4) No slogans or “pet theories“ will 
alter the basic facts of the transport prob- 
lem; that is, how to preserve a healthy 
railway system which is essential in peace 
and in war, and at the same time ensure 
that the nation has the road transport that 
it really needs for the jobs that road trans- 
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port can do best. Cut-throat competition, 
as we learned in the ‘twenties, provides no 
kind of answer, except the wrong one. 
For all these reasons, therefore, I feel 
sure that the Ministers now responsible for 
transport, before coming to decisions which 
may have far-reaching consequences on the 
industry and the public generally, will in- 
form themselves of what has been done 
since 1948, and call into consultation serv- 
ing transport officers, rail and road alike, 
with their long experience and expert 
knowledge, who will, in the end, as always, 
have the job of making transport work. 


Transportation Club 


Sir Miles Thomas, Chairman of the 
British Overseas Airways Corporation, was 
the guest of honour at the monthly dinner 
of the Transportation Club on April 16. 
Brigadier-General Gilbert §. Szlumper, 
the Chairman of the Club, presided, and 
among those present were: — 


Messrs. J. Ballantyne, J. N. Bamford, H. W. 
Beardsley, D. S. Bennett, J. D. Black, J. W. S. 
Brancker, W. Bray, W. A. Burnside, F. L. 
Castle, E. Chilton, V. Christensen, B. W. C. 
Cooke, A. W. J. Cox, Sir George Cribbett, 
Messrs. K. Fraser, H. H. Gardiner, K. W. C. 
Grand, K. Granville, R. Gresley, R. H. Hacker, 
D. H. Handover, A. Jackson Kelly, J. O. Leet, 
P. Leigh Bell, R. A. Loraine, E. L. Marshall, 
J. A. Montgomery, M. D. Morrissey, John 
Muhlfeld, S. Newman, Paul Rennell, Brian 
Reed, Bruce Skinner, Colonel Smith, Messrs. 
B. Stelp, G. Sutton, R. Waugh, W. H. Whelan. 


Sir Miles Thomas described the steps 
which had been taken to transform 
B.O.A.C. from a corporation with a deficit 
of several million pounds a year to its 
present position at which its operations 
were conducted at a profit. He dealt not 
only with the disabilities under which the 
corporation had laboured in its earlier days 
—such as the need to use aircraft which had 
not been designed specifically for civil 
passenger service—but also the steps, often 
drastic, which it had been necessary to take 
to reduce expenditure while at the same 
time coping with an increased passenger 
mileage. 

In the various staff economies which it 
had been necessary to make, no reductions 
had been made in flying personnel but in 
other departments the economies had been 
carried through from the top downwards. 

After discussing the various types of air- 
craft in use by B.O.A.C., Sir Miles Thomas 
said that it was possible that in the future 
a jet flying-boat might be introduced. The 
flying-boat had always been popular with 
passengers, and the introduction of jet pro- 
pulsion might make it possible to return 
to this form of aircraft for certain routes. 

Major-General Szlumper thanked Sir 
Miles Thomas for the interesting informa- 
tion that he had given to members of the 
club, and Mr. K. W. C. Grand proposed a 
vote of thanks to the Chairman for 
presiding. 








ANGLO-FRENCH RAILWAY FOOTBALL.—The 
21st annual football match between British 
Railways and the French Railways 
(Northern Region) was played at Edmon- 
ton on Easter Monday and resulted in a 
t-1 draw. Mr. C. P. Hopkins (Chief 
Regional Officer, Southern Region) was 
among the British Railways officers who 
attended the match; afterwards the teams 
were entertained at a dinner at which Mr. 
W. Sharp, a Vice-President of the British 
Railways Athletic Association, was in the 
chair. 
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Parliamentary Notes 


Closing of Branch Lines 

When Mr. Rupert Speir (Hexham—c,) 
on April 10 deprecated the closing of 
branches without adequate alternative 
transport and suggested that efforts should 
be increased to make branches pay, Mr. 
Gurney Braithwaite (Parliamentary Secre- 
tary to the Ministry of Transport) said 
that B.T.C. policy as to _ branch-line 
closing was set out in Section 30 of the 
B.T.C. report for 1950. 

The Commission, he added, would con- 
tinue to survey branches in conjunction 
with the Railway Executive and with- 
draw services wherever a financial saving 
would result. Where passenger trains 
were withdrawn, alternative road services 
were made available, but usually it was 
found that traffic already had gone to 
the roads. Local authorities and interests 
were informed; in addition, the Commis- 
sion in 1951 undertook that proper use 
should be made of Transport Consultative 
Committees. 

Mr. Braithwaite explained the problem 
of dieselisation and said that the diffi- 
culties of handling baggage by bus 
were exaggerated. The real answer was 
the small road haulage operator, and the 
Government soon would bring _ that 
matter before the House. 


Questions in Parliament 


Inquiries into Accidents 

Mr. A. G. Bottomley (Rochester & 
Chatham—Lab.) on March 17 asked the 
Minister of Transport, how many statu- 
tory inquiries he held into road accidents 
and railway accidents, respectively, during 
1951. 

Mr. J. S. Maclay: During 1951, 14 statu- 
tory inquiries were held into train acci- 
dents on passenger railways. There were 
no statutory inquiries into road accidents. 

Mr. Bottomley: As 5,250 people were 
killed on the roads in 1951, can the Minis- 
ter explain why he does not use his powers 
to inquire into causes of road accidents? 

Mr. Maclay: There is a great difference 
between the railway and the road positions. 
The operation of the railways is covered 
by very strict safety devices, and inquiries 
are necessary in these cases to see that they 
are all working or to ascertain any altera- 
tions which may be desirable. In the case 
of roads, there are very many other fac- 
tors, but in a large number of cases it is a 
question of error of judgment, and I doubt 
whether a statutory inquiry would be of 
any real use. 


Private Bus Operators in London 

Mr. W. A. Steward (West Woolwich—C.) 
on March 17 asked the Minister of Trans- 
port if he would take the necessary steps 
to amend the Transport Act so as to allow 
the introduction of buses run by private 
enterprise in the London area. 

Mr. S. Maclay: No. This would 
involve an alteration of the structure of 
London Transport which has been in 
Operation for nearly 20 years. 

Mr. Steward: If a private bus company 
were allowed to operate in London at the 
present time, if only as an experiment, we 
should have a comparison of costs and, 
possibly, a lowering of fares, and certainly 
a better service to the public. 

Mr. Gibson (Clapham—Lab.): 
The reason why a Tory Government 
nationalised London Transport was the 
very fierce and anarchic competition which 
grew up in London then. 
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Mr. Maclay: There is a difference be- 
tween a nationalised industry and a public 
utility company. 


ilwa uipment for Brazil 
yoy E. D. Ryder (Merton & 
Morden—C.) on April 3 asked the Presi- 
dent of the Board of Trade, if he was aware 
that, owing to limits imposed by export 
quota schemes, certain firms were unable 
to ship railway equipment which had been 
manufactured to Brazilian specifications 
and could not be used elsewhere; and 
whether he would permit this export. 

Mr. Peter Thorneycroft wrote in reply: 
In view of our defence programme and 
other essential needs, it is necessary to 
restrict by export licensing the total amount 
of finished steel available for direct export. 
and we cannot meet the requirements of 
Brazil and many other countries to the 
same extent as last year. 


Transport Development in East Africa 

Mr. Thomas Reid (Swindon—Lab.) on 
April 2 asked the Secretary of State for 
the Colonies, what steps he was taking to 
meet the recent increase in rail and har- 
bour traffic and the probable further in- 
crease in the near future, in East Africa. 

Mr. Oliver Lyttelton wrote in reply: At 
a recent meeting between myself, the 
Chairman of the East Africa High Com- 
mission, and the East African Commis- 
sioner for Transport the following arrange- 
ments were approved: (a) Sufficient funds 
will be made immediately available to 
finance urgent port developments: and (b) 
a loan programme for the development of 
railways and harbours at a cost of some 
£30,000,000. 

Cyprus Railway: 

Mr. P. B. Lucas (Brentford & Chiswick 
—C.) on March 26 asked the Secretary of 
State for the Colonies when it was decided 
to stop the operation of the railway be- 
tween Nicosia and Famagusta, and what 
other rail communications in Cyprus it was 
proposed to develop. 

Mr. Oliver Lyttelton: The railway was 
closed on December 31, 1951. There are 
10 proposals to develop other rail com- 
munications. 

Mr. Lucas: Is the Minister satisfied, in 
view of the strategic importance of Cyprus, 
that road communications will suffice? 

Mr. Lyttelton: Before this railway was 
closed the Chiefs of Stati confirmed that it 
had no strategic value. 








Staff & Labour Matters 


Award for Restaurant Car Staff 

Arising from a claim for a 10 per cent. 
pay increase for restaurant car travelling 
and depot staff employed by the Hotels 
Executive, the Industrial Court has 
awarded an increase of 8 per cent., with 
effect from September 3, 1951; this is in 
line with the award to staff in the employ 
of the Railway Executive. 


Engineers’ Claim 
A special conference of the C.S.E.U. 
executive council in London on April 18 
decided to lodge a fresh claim for a sub- 
stantial pay increase for engineers and 
shipbuilding and repairing workers. This 
decision followed demands from many of 
the affiliated unions to the C.S.E.U. Some 

3.000.009 workers are affected. 


Railway Unions’ New Claim 
The N.U.R., A.S.L.E.F., and T.S.S.A. 
are to consult on lodging a fresh wage 
claim with the Railway Executive for im- 
Proved rates of pay for railway concilia- 
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tion and = salaried _ staff. This was 
announced by Mr. J. B. Figgins, General 
Secretary of the N.U.R., in the April 18 
issue of The Railway Review. 

The N.U.R. Executive Committee has 
decided to lodge the new claim in accord- 
ance with resolutions from the union's 
branches throughout the country. The 
claim is based on the increase in the cost 
of living. 


Contracts & Tenders 


A contract has been placed with the 
Metropolitan-Cammell Carriage & Wagon 
Co. Ltd., by Richard Thomas & Baldwins 
Limited for 25 27-ton iron-ore wagons. 


The London Midland Region of British 
Railways announces that the following 
contracts have been placed:— 

Butterley Co. Ltd., Butterley: reconstruction 
of span No. | of railway bridge No. 1, Norton 
branch, for the Staffordshire County Council. 
Steelwork contract. 

Fletcher & Co. (Contractors) Ltd., Mans- 
field: reconstruction of span No. | and jacking 
up spans Nos. 2 and 3 of bridge No. 1, Norton 
branch, for the Staffordshire County Council. 
General contract. 

Twisteel Reinforcement Limited, London, 
W.1: supply and delivery of Twisteel reinforce- 
ment for the new road motor depot in Pancras 
Way (King’s Road). 

Thomas Wrigley Limited, Manchester, 4: 
strengthening and widening bridge No. 53 
(Glazebrook to Godley line), carrying Hall 
Lane over the railway between Northenden and 
Baguley, for the Manchester Corporation. 

Wellerman Brothers, Sheffield: strengthening 
the river banks adjoining bridge No. 321 at 
Loughborough. 

Henry Hope & Sons Ltd., Smethwick, Bir- 
mingham: renewal of roof coverings with 
patent glazing, at the north end of Rugby 
Midland Station. 

Fairclough Limited, Adlington, Lancs.: 
lowering Wyre Dock sills and entrance lock 
floor at Fleetwood, for the Docks & Inland 
Waterways Executive. 

Demolition & Construction Co. Ltd., Lon- 
don: removal of existing roof coverings over 
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platforms 4 to 9 and provision of safety sheets 
and barriers at Manchester Victoria Station. 

Robertson Building Service, H. H. Robert- 
son Company, Ellesmere Port, Wirral: new roof 
coverings of Robertson’s protected metal 
sheeting over platforms 4 to 9 at Manchester 
Victoria Station. 


The Board of Trade, Special Register 
Information Service, has reported that the 
Government of Pakistan, Ministry of Com- 
munications (Railway Division), has issued 
a call for tenders for 55 broad-gauge dis- 
mantled four-wheel 27 ft. 6 in. coaching 
underframes, complete with vacuum brake 
fittings, drawgear and buffing gear. All 
these wagons are to be delivered dismantled 
to the North Western Railway, F.O.R., 
Karachi. 

Tenders must reach the Office of the 
Director General (Railways), Railway Divi- 
sion, Ministry of Communications, 
Government of Pakistan, Karachi, by 12 
noon on May 26. A copy of the tender 
documents is available for inspection by 
representatives of United Kingdom manu- 
facturers at the Board of Trade, Com- 
mercial Relations & Exports Department. 
Further copies of the tender documents and 
particular specifications can be obtained 
from the Office of the Director General 
(Railways), Karachi, on payment of Rs.100 
for each set. 


A further report from Karachi states 
that the Pakistan Ministry of Communica- 
tions (Railway Division), has issued a call 
for tenders for the supply of:— 


43 broad-gauge bogie high-side open wagons, 
** BOC ”’ type. 

61 broad-gauge bogie rail trucks, “BR” 
type, complete with body parts, underframe, 
vacuum brake fittings, draw gear and buffing 
gear. 


All these wagons are to be delivered 
dismantled to the North Western Railway, 
F.O.R. Karachi. Tenders should reach the 
Office of the Director General Railways, 
Railway Division, Ministry of Communica- 
tions, Government of Pakistan, Karachi, by 
12 noon on May 24. 








wie. 


Six-car, 204-ton, 1,000-b.h.p. diesel-hydraulic suburban train, seating 404 passengers, 


in service on the Belfast-Bangor branch of the Ulster Transport Authority (see 
editorial note in this issue) 





A copy of the tender documents is 
available for jnspection by representatives 
of United Kingdom manufacturers at the 
Board of Trade, Commercial Relations & 
Exports Department. Reference C.R.E./ 
11891/52 should be quoted. Further copies 
of the tender documents and particular 
specifications can be obtained from the 
Office of the Director General, Railways, 
Karachi, on payment of Rs.100 a set. 


_The United Kingdom Trade Commis- 
sioner at Johannesburg has notified the 
Board of Trade, Commercial Relations & 
Exports Department, that the South 
African Railways have issued a call for 
tenders for the supply of wheels and axles 
for petrol tank bogie wagons. Tenders 
must reach the Chairman of the Tender 
Board, Johannesburg, by 9 a.m. on Thurs- 
day, May 29. A copy of the tender docu- 
ments is available for inspection by 
representatives of United Kingdom manu- 
facturers at the Board of Trade. Reference 
C.R.E./13643/52 should be quoted. The 
drawings may be inspected at the Office of 
the High Commissioner for the Union of 
South Africa, Trafalgar Square, London. 


A report from Lisbon states that the 
Portuguese Directorate General of. Over- 
seas Development has issued a call for 
tenders for the following rolling stock to 
be used cn the Mossamedes Railway:— 


Two diesel locomotives 

Four composite first and second class car- 
riages 

Ten third class carriages 

Eight passenger and guardsvans; two with a 
compartment for postal services 

Three air-conditioned diesel railcars 

80 Closed wagons, “ J’ type 

30 Open wagons, *‘ O”’ type 

30 Open wagons, “* L ” type 

16 Cattle wagons 

Three refrigerator vans 

Six water tank wagons 

One workshop wagon 

One 50-ton crane wagon 

Two inspection cars 

The gauge for which the material is re- 
quired is 1:067 m. Tenders must reach 
the Office of the Directorate General of 
Overseas Department, Lisbon, before 
3 p.m. on May 24, and for them to be 
accepted a deposit of Esc. 1,250,000,00 
(£15,625) must have been made with the 
Bank of Angola before May 22. The 
tender conditions and specifications, in 
Portuguese, may be inspected by repre- 
sentatives of United Kingdom manu- 
facturers at the Board of Trade Com- 
mercial Relations & Exports Department. 


Notes and News 


Vacancy for Foreman Platelayer.—Pauling 
& Co. Ltd., 26, Victoria Street, S.W.1, have 


vacancy for a foreman platelayer for 
overseas work. See Official Notices on 
page 475. 


Assistant Required—A manufacturer in 
North-West Midlands has vacancy for an 
assistant. between 25 and 35 years of age, 


for the development and sale of railway, 


track components. See Official Notices on 


page 475. 


Vacancy for a _ Divisional Transport 
Officer.—Applications are invited for the 
post of divisional transport officer with the 
National Coal Board, East Midlands 
Division. See Official Notices on page 
475. 
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U.S.A. Freight Charges Increased.—The 
Inter-State Commerce Commission has 
authorised the raising of railway freight 
charges by an average of 7 to 8 per cent. 
over present rates. This authorisation, it 
is estimated, will raise total transport 
costs throughout the country by some 
$678,000,000, 


Institution of Civil Engineers——Mr. A. N. 
Butland, Assistant Civil Engineer, North 
Eastern Region, will read a paper on 
“Factors Involved in the Renewal of 
Underline and Overline Bridges and their 
Influence on Design” at a meeting of the 
Institution of Civil Engineers, Great 
George Street, S. W. 1, to be held at 5.30 
p.m. on Tuesday, May 13. 


British Railways Boxing Tournament.— 
The National Finals of the British Rail- 
ways Amateur Boxing Tournament, 
organised by the Railway Executive Ama- 
teur Boxing Association, were held at the 
Royal Albert Hall on April 18. Over 300 
entrants were attracted from the six 
Regions of British Railways. Mr. John 
Elliot, Chairman of the Railway Executive, 
presided and presented awards to the 
winners. First place in the Regional 
Championship was gained by the Eastern 
Region with 24 points. The London Mid- 
land Region (21 points) was second, and 
the Western and North-Eastern Regions 
tied with 15 points for third place. 


Club Premises for N.E. Region Staff 
Association Branch.—The first club 
premises in the North Eastern Region 
under the newly-formed British Railways 
Staff Association were opened at Walker 
Gate, Newcastle. on Apri! 3 by Mr. H. A. 
Short, Chief Regional Officer. Also present 
were Mrs. Short, Mr. C. Cooper, Regional 
Staff Officer, and Mrs. Cooper. The 
Walker Gate Carriage & Wagon Works 
Sports Club was formed in August, 1951. 
The club soon made it known that it would 
become a branch of the Staff Association, 
and when a suitable building near the en- 
trance to the Walker Gate Works became 
vacant, the club obtained permission to use 
it for recreational accommodation. 


Railway Students’ Association.—-The Rail- 
way Students’ Association has _ recently 
prepared a provisional programme for its 
1952 Convention at St. Regulus Hall, 
University of St. Andrews, between June 
20-24. The party will travel from Kings 
Cross on the night of Thursday, June 19, 
break journey at Edinburgh for breakfast. 
and proceed by the 10 a.m. train to St. 
Andrews. During the Convention the 
following papers will be read: “ Influences 
which are Changing the Economic Life of 
Scotland, with Special Reference to Fife,” 
by Mr. A. W. Cole, Department of 
Economics, University of St. Andrews; 
“ Freight Train Operation in Scotland,” by 
Mr. T. F. Cameron, Chief Regional Officer, 
Scottish Region. Visits have been arranged 
to cover transport, industry and_ local 
development. An official reception by the 
Provost and Council of St. Andrews will 
take place at the Council Chamber at 
4 p.m. on June 20, and there will be a 
motorcoach tour after lunch on June 22. 


Hauchley and Laxfield Brauch, E.R., to 
be Closed.—On and from Monday, July 28, 
all train services will be withdrawn from 
the following stations and sidings on the 
Haughley-Laxfield branch, Eastern Region: 
Gipping Siding, Mendlesham. Brockford, 
Aspall and Thorndon, Kenton, Worling- 
worth, Horham, Stradbroke, Wilby, and 
Laxfield. Railway Executive cartage will 
continue to serve the area for parcels and 
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such freight traftic as the Executive under. 
takes to cart. These vehicles will operate 
from Stowmarket, Halesworth and Digs 
Station facilities are also available at these 
places and at Darsham, Framlingham 
Needham, and Haughley. and at Eye for 
freight traffic only. 


More Week-End Cross-Country Trains,— 
Four additional trains between York and 
the South West were introduced on April 
18 and are now running on Fridays and 
Saturdays. They are: 10.25 a.m. York to 
Bournemouth (West); 11.16 a.m. Bourne- 
mouth (West) to York; 12.20 p.m. York to 
Swansea; and 8.15 a.m, Swansea to York. 


Robert Stephenson & Hawthorns Limited, 
—The report for the year 1951 of Robert 
Stephenson & Hawthorns Limited states 
that trading results again show a satis. 
factory improvement over the preceding 
year, and that the company’s order book 
will ensure full employment for a con- 
siderable time ahead. The supply of 
raw materials became increasingly diff- 
cult as the year passed; this, and the 
labour shortage, caused many administra- 
tive, managerial, and shop floor difficulties, 
There was a considerable strengthening of 
foreign competition. Net profit was 
£82,147, compared with £57.219 for 1950, 
which with £16,770 brought forward 
makes £98,917 (£71,895) available for dis- 
tribution. After provision for employees’ 
welfare of £5,000 and transfer to general 
reserve of £55,000, the directors recom- 
mend payment of a dividend of 10 per 
cent. (less tax), plus a bonus of 3 per 
cent. (less tax), leaving a balance to be 
carried forward to next year of £20,148. 


Accident at Blea Moor, London Midland 
Region.—Thirty Passengers were injured 
on April 18. when four coaches of the 
9.15 a.m. “ Thames-Clyde Express” from 
Glasgow to St. Pancras became derailed 
at Blea Moor, near Ribblehead, London 
Midland Region, at 1.22 p.m. The train 
was double-headed, hauled by locomotive 
No. 46117, Welsh Guardsman, a “ Royal 
Scot” class “ 7P.” and piloted by locomo- 
tive No. 41040, a 4-4-0 Midland com- 
pound, As soon as the casualties were 
known, Mr. J. W. Watkins, Chief Regional 
Officer, London Midland Region, ex- 
pressed thanks through the B.B.C. and the 
press on British Railways’ behalf to all 
doctors and nurses, members of the ambu- 
lance, Police and fire services and to all 
members of the public. who rendered aid 
at the mishap. A private railway inquiry 
was held by London Midland Region 
officials on April 21 and a Ministry of 
Transport inquiry into the cause of the 
mishap is being opened today, April 25, by 
Colonel D. McMullen, an Inspecting Offi- 
cer of Railways. 


Diesel Engine Users Association Annual 
Luacheon.—Mr. Gerald B. Fox, President 
of the Diesel Engine Users Association, 
was in the chair at the annual luncheon of 
the Association held at the Connaught 
Roorns. London, W.C.2, on Avril 17. Mr. 
Fox, proposing the toast “Our Guests, 
welcomed the many distinguished persons 
present and paid a special tribute to Vice- 
Admiral (FE) Sir Denis C. Maxwell, Engr 
neer-in-Chief of the Fleet and the principal 
guest at the luncheon. Referring to the 
Association, Mr. Fox said they were widen- 
ing their field of activity and extending 
the variety of subjects of papers. Vice 
Admiral Sir Denis Maxwell, proposing the 
toast “The Association,” expressed the 
pleasure of the guests for the hospitality 
they had received. He then outlined the 
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The engagement of persons answering Situations 
Vacant advertisements must be made through a 
Local Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepted from the —_— of the Notification of 


Vacancies Order, 1952. 





P AULING & CO., LTD., require active Foreman 
Platelayer for overseas work, laying 30-lb. F.B 
Track 30-in. gauge on wood and steel sleepers. 
Write. giving details of experience—26, Victoria 
Street, London, S.W.1. 
LOCOMOTIVE, CARRIAGE and WAGON 

SENIOR DRAUGHTSMAN 30/35 years of age. 
Qualifications: _Must have served a full general 
apprenticeship in an Engineering workshop (prefer- 
ably Railway) and have had at least five years 
drawing office experience with some time in an 
executive capacity, A knowledge of Spanish an 
advantage. Future prospects. Apply to the Secre- 
tary, PERUVIAN CORPORATION LIMITED, 144, Leaden- 
hall Street, London, E.C.3. 


just PUBLISHED.—Twenty-Five Years of _the 
North Eastern Railway, 1898-1922. By R. Bell, 
C.B.E., Assistant General Manager, N.E.R. and 
L.N.E.R. Companies, 1922-1943. Full cloth. Cr. 

ges. 10s. 6d—The Railway Gazette, 


8vo. 87 pages. 
33, Tothill Street, London, S.W.1. 
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OFFICIAL NOTICES 


NaTIONAL COAL BoaRD—EAst MIDLANDS DIVISION 


APPLICATIONS are invited for the post of 

Divisional Transport Officer. Applicants should 
have experience in Transport organisation including 
the handling of bulk traffic by rail. The post is 
graded M.D.5 and the commencing salary wil] depend 
upon qualifications and experience. Applications, 
giving full particulars of age, education, educational 
qualifications and experience (with dates) should be 
addressed not later than 3rd May, 1952, to:—The 
Secretary, NATIONAL COAL BoarD, East MIDLANDS 
DiIvISION, Sherwood Lodge, Arnold, Nr. Nottingham. 
Applications and envelopes to be marked * S.V.188." 


J UNIOR TRAFFIC OFFICIAL with Railway 
Traffic apprenticeship experience required for the 
Southern Railway of Peru, age 20/25 years, single, 
knowledge of Spanish would be an advantage. Apply 
to the SECRETARY OF THE PERUVIAN CORPORATION 
LiMiTED, 144, Leadenhall Street, London, E.C.3. 


ASSISTANT. required by Manufacturer in North 

West Midlands Area for Development and Sale 
of Railway Track Components. Engineering and 
commercial experience necessary. Knowledge of 
languages valuable. Age preferably 25 c3 
Qualifications at least equivalent to A.M.I.MechE. 
—Box 472, The Railway Gazette, 33, Tothill Street, 
London, S.W.1. 





FoR SALE. Hangar (all steel) 113 ft. clear span 
_. % 135 ft. long x 25 ft. clear height at eaves, 
rising to 35 ft. clear at apex. 
(gable optional). Hangar (all 

span xX 144 ft. long x_22 ft. clear height at eaves, 
rising 32 ft. at apex. Doors one end. Steel build- 
ing 80 ft. clear span X 144 ft. long x 22 ft. 
clear height at eaves. Large sliding doors in sides. 
Curved steel building 35 ft. span x 17 ft. 6 in. 
high at apex Up to 600 ft. long (low price).— 
BELLMAN HANGARS LTD., Terminal House, London, 


Doors each end 
steel) 80 ft. clear 


[NSPECTING Engineer established on Continent 

many years now able to extend scope for inspec- 
tion of locomotives rolling stock constructional and 
Permanent way material in Western Europe.— 
Box 474, The Railway Gazette, 33, Tothill Street, 
London, S.W.1. 


WE BUY used or unservicable Steel Files at 

good prices in lots of 2 cwt. or more.—THOs. 
W. WarD 
Works, 


LtpD., 
Sheffield. 


Reusable Steel Dept, Albion 





BOUND VOLUMES.—We can arrange for readers’ 

copies to be bound in fuljl cloth at a charge 
of 25s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press Limited, 
33, Tothill Street, London, 1. 








history of the use of diesel engifies in the 
Royal Navy and commented on their 
future prospects. The Association, he 
believed, would continue to play a con- 
siderable part in diesel engine development. 
In conclusion, "Mr. W. Howes, a Past- 
President of the Association, proposed a 
vote of thanks to the chairman, Mr. 
Gerald Fox. 


N.E. Region Women’s Ambulance Com- 
petition—Hull George Street was the 
winning team in the North Eastern Region 
wemen’s ambulance competition held at 
York on April 7. Mrs. H. A. Short, wife 
of the Chief Regional Officer, made the 
presentations. Mr. Short and other offi- 
cers watched the tests. The Hull team 
scored 332 marks, Bradford was second 
with 3014 marks, and Leeds Wellington 
Street third with 2814. Hull will now com- 
pete in the British Railways women’s final 
to be held in London on May 16. 


International Sleeping Car Share Trust.— 
The report for the year ended May 31, 
1951, of the International Sleeping Car 
Share Trust Limited, states that after charg- 
ing £365 expenses incurred in continuing 
the opposition on the sequestrated Wagons- 
Lits shares, the loss for the year covered 
by the accounts is £472 and the balance 
carried forward is reduced to £7,905. Since 
the close of the year covered by the 
accounts, steps taken to obtain reinstate- 
ment of the Wagons-Lits shares seized 
during the enemy occupation have been 
completed. The Trust has been in posses- 
sion of definitive certificates for 30,000 
preference and 495,000 ordinary shares of 
the Wagons-Lits Company since January 
17, 1952, and has also received payment of 
arrears of cumulative preference dividends 
at 5 per cent. for each of the twelve years 
1939-50 and ordinary dividends at B.fcs.4 
per share for 1949 and 1950. For the 
year 1950, the accounts of the Wagons-Lits 
Company show a net profit of 37,500,000 
Belgian francs out of which a preference 
dividend of 5 per cent. and an ordinary 
dividend of 4 per cent. were paid. 


Westinghouse Exhibits at the B.LF.— 
Brake, signalling, colliery and rectifier in- 
terests will be represented by the exhibits 
of the Westinghouse Brake & Signal Co. 
Ltd. at the British Industries Fair. Brake 
equipment is manufactured for extensive 
rail and road uses, and various component 
parts will be on view. The company’s 


world-wide experience in railway signalling 
lies behind the exhibit of a Westlyte com- 
bined control panel and illuminated dia- 
gram with plastic-piped lighting, a 3-aspect 
searchlight signal with junction indicator 
and lightweight aluminium case, a flasher 
type level crossing signal, and an oil vane 
gate machine. A range of rectifiers and 
industrial battery chargers will also be 
shown. An interesting exhibit in this 
category will be a new Westalite rectifier 
set suitable for cathodic protection against 
corrosion of buried pipes in a small instal- 
lation. 


Public Transport Association Conference. 
—The seventh annual conference of the 
Public Transport Association opens at 
Torquay on April 29. It will be attended 
by many British and overseas transport 
officers. A full programme of business 
sessions and sociai functions has been 
arranged for the three days of the con- 
ference. Mr. W. T. James, Chairman of 
the Council of the Association, will pre- 
side, assisted by the Vice-Chairman, Mr. 
Raymond W. Birch and Mr. Stanley Dud- 
man. Two papers will be read, on “ The 
Effect of Present Day Conditions on the 
Design and Operation of Public Service 
Vehicles,” by Mr. G. W. Hayter; and “ The 
Heating and Ventilation of Public Service 
Vehicles.” by Mr. S. H. Edge. 


Birmingham Railway Carriage & Wagon 
Co. Ltd.—The accounts for the year ended 
December 31, 1951, of the Birmingham 
Railway Carriage & Wagon Co. Ltd., show 
a profit available for appropriation of 
£318,183 (£296,464 in 1950). After the 
allocation of £125,000 to reserves and pay- 
ment on the preference shares of an interim 
dividend, and of a final dividend at the 
rate of 6 per cent., and of 10 per cent. for 
the full year on the ordinary shares the 
balance of £138,007 is carried forward. 
The Chairman, Sir Bernard D. F. Docker. 
in his statement. said that the value of 
the firm’s output exported created a fresh 
record, export sales having substantially 
exceeded home sales. The countries to 
which deliveries were made were Argentina, 
Australia, Ceylon, Egypt, Hong Kong, 
India, Iraq, Malaya, Mauritius, Nigeria, 
South Africa, and Tanganyika. Home 
orders included coaches and wagons for 
British Railways, coaches for London 
Transport, and the new “Golden Arrow” 
stock for the Pullman Car Company. For 
the immediate future the difficulty with 


metal supplies would affect results, but 
the Chairman hoped that the trouble 
would be steadily overcome and had every 
confidence in the longer-term prospects. 


Western Region First Aid Movement.— 
Mr. W. C. Grand, Chief Regional 
Officer, attended the presentation of first 
aid awards to members of the London 
“A” District of the Western Region, at 
the Clerks’ Dining Club, Paddington, on 
April 3. He presented the trophies and 
prizes gained at the recent District Com- 
petition, and also long-service efficiency 
awards to a large number of men and 
women. The presentation of class awards 
was made by Mr. N. H. Briant, District 
Operating Superintendent, Paddington. 
Mr. W. T. Geden, Stationmaster, Pad- 
dington, presided, and other officers who 
supported him were Messrs. G. Matthews, 
Operating Superintendent; C. Furber, Com- 
mercial Superintendent; M. G. R. Smith, 
Civil Engineer; and G. E. Orton, Public 
Relations Officer, Road Haulage Executive. 


Trade Between Britain and China.—Fol- 
lowing his return from the international 
economic conference in Moscow, Mr. 
W. D. Lorimer, Joint Managing Director 
of the North British Locomotive Co. Ltd., 
Stated, in an interview with The Glasgow 
Herald, that it had been made clear from 
the start that the question of capital goods 
such as locomotives could not be discussed 
and this had been accepted without demur. 
They had asked if China would be 
interested in such goods in two or three 
years’ time, when normal trading relations 
might be restored, and the answer was an 
emphatic “ Yes.” China was traditionally 
a big market for Britain for many years 
and the difficulty just now was to get in 
touch with the responsible Communist 
authorities in Peking because they were 
not prepared to do business in the old way 
through agents stationed in Hong Kong. 
From the point of view of getting in touch 
with potential Chinese buyers he thought 
it was worthwhile making the trip. 


Skefko Ball Bearing Co. Ltd.—At a meet- 
ing of the Directors of The Skefko Ball 
Bearing Co. Ltd. held on March 18, it was 
decided to recommend the payment of a 
final dividend of 8d. per stock unit of 
5s. free of income tax, making 11d. per 
stock unit of 5s. free of income tax on 
the old capital and 8d. per stock unit of 
5s. free of income tax on the new capital 
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for the year ended December 31, 1951. 
The final, dividend now recommended is 
payable to stockholders on the Register 
of Members at the close of business on 
March 27, 1952. Balance of profit for the 
year, after taxation, allocation to reserves 
and other deductions, was £317,161 com- 
pared with £303,547 in 1950. Added to 
the balance of profit is a balance of provi- 
sions set aside in previous years not now 
required, £50,000, making available, with 
carry-forward of £180,882, a total of 
£548,043. Dividends take £160,000 and 
transfer to general reserve £200,000, leaving 
£188,043 carried forward. 


(British Railway Services and Travel to 
Ulster—Mr. J. W. Haughton, Deputy 
Chairman of the Northern Ireland Tourist 
Board, has said that better train services 
provided in Great Britain for holiday- 
makers going to the South of England than 
those serving the ports of departure for 
Northern Ireland adversely affected the 
tourist traffic to the Province. There were 
far better trains and catering services on 
the routes going south and holidaymakers 
would travel on those routes which gave 
them such pleasant journeys. Ulster was 
denied much motoring trade because of 
high charges for shipping cars across. 
Holidaymakers in Ulster were utterly de- 
pendent on the transport systems which 
brought them to the Province and many 
in Great Britain could not plan holidays 
to Ulster early in the year because in- 
formation on sailing tickets at busy periods 
was not available early enough. = Mr. 
Haughton was glad that travel permit re- 
strictions were removed and felt that there 
would be a tendency to influence the 
English and Scottish to spend holidays in 
Ulster 


Forthcoming Meetings 


‘1 25 (Fri.).—Institution of Mechanical 
aes, Storey’s Gate, S.W.1, at 
5.30 p.m. Discussion: ~ Explosions 
in Enclosed Crankcases of Recipro- 
cating Engines, their Cause, Effect, 
and Possible Remedy,” by Mr. John 
b. 
April’ 25 (Fri.).—Inter-Allied Railway 
Club. Paris, Annual Gala and Ball 
“La Nuit Europeenne de la Locomo- 
tive.” at the Aero-Club, Paris, at 10 


.m. 

hall 96 (Sat.).—Railway Students’ Asso- 
ciation. Visit to Parkeston Quay and 
Harwich. é; 

April 29 (Tue.) to May | (Thu.).—Public 
Transport Association Incorporated. 
Conference at Torquay. 

May 1 (Thu.).—Institution of Locomo- 
“tive Engineers and Institute of Fuel, 
joint meeting at the Institution of 
Mechanical Engineers, Storey’s Gate, 
§.W.1, at 5.30 p.m. “The Railways 
and Coal,” by Mr. R. G. Jarvis. _ 

May 1 (ThAu.).—Electric Railway Society, 
“at the Fred Tallant Hall, Drummond 
Street, N.W.1, at 7.15 p.m. “ De- 
velopment of Electric Signalling,” 
Mr. P, Gleghorn. : 

May 3 (Sat.).—Permanent Way Institution. 
Visit of York Section members to 
London. 

May 3 (Sat.)—Permanent Way Institution, 
Manchester & Liverpool Section, joint 
meeting with the Irish and Notts. & 
Derby Sections, in Dublin. 

May 3 (Sat.) to May 11 (Sun.).—British 
Railways, Southern Region, Lecture 
& Debating Society. Belgian Tour. 
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Railway Stock Market 


There has been a somewhat larger 
business passing in stock markets, though 
the general tendency was less firm, senti- 
ment being affected to some extent by a 
slightly easier trend in British Funds, 
The latter were affected partly by the 
news of a big issue of British Electricity 
stock, although it is pointed out in the 
market that an issue of this kind would 
hardly be made at this stage unless there 
were grounds for assuming that a further 
increase in the bank rate is unlikely in the 
near future. If the view gains ground that 
a higher bank rate is unlikely, there may 
of course, be a further good rally in British 
Funds, and this would have a stimulating 
effect on other sections, particularly lead- 
ing industrial shares. At the present time, 
however, industrials are still affected by 
E.P.L. considerations. E.P.L. will bear 
heavily on some companies whose earnings 
are now benefiting from expansion and 
development work in recent years; and in 
some cases will mean that, with a larger 
proportion of profits being absorbed in 
taxation in the future instead of going to 
reserves, new capital plans will have to be 
accelerated. 

Foreign rails attracted rather more 
attention, with Manila debentures strong, 
the “ A” reaching 73 on revived hopes of 
an early plan for dealing with the arrears 
of interest on Manila Railroad bonds, 
which are the company’s main asset. 
Manila preference shares at 8s. have not 
held best levels, but remained active. San 
Paulo 10s. ordinary units attracted a little 
attention and strengthened to 14s., but the 
firmer tendency in Antofagasta stocks was 
not held, the ordinary easing to 144, while 
the preference was 651. 

United of Havana issues became rather 
more active and there was speculative buy- 
ing of the 5 per cent. debentures, which 
improved slightly to 174 because this stock 
would be worth well over its current 
market price if there were to be “ take- 
over” developments on a fair and equitable 
basis. 

Taltal shares were 17s. 3d. and Nitrate 
Rails 23s. 6d. Leopodina ordinary and 
preference were 114 and 284 respectively 
and there were buyers about for Leopol- 
dina Terminal debentures, which strength- 
ened to 21. Ordinary shares of the latter 
company, which are of course, purely a 
long term speculation, were quoted 
around 84d. 





Elsewhere, Brazil Rail bonds were 53, 
Mexican Central “A” debentures held 
steady at 754. Chilian Northern 5 per cent, 
debentures have changed hands around 35 
and Costa Rica 64 per cent. debentures 
marked 454. Dorada Railway ordinary 
stock was 42} and the 6 per cent. deben- 
tures 994. Elsewhere, Guayaquil & 
Quito bonds were 34. 

An unusual point was the marking of 
business in Troitzk Railway bonds at 
2s. 6d., which were guaranteed by the 
Russian Government and have not received 
any payment since 1917. Canadian 
Pacifics have reflected the trend of Wall 
Street, and moved lower at $67. On the 
other hand, Canadian Pacific 4 per cent. 
preference and debenture stocks continued 
to attract because of the good yields and 
large cover for dividend requirements, 
The preference improved to 66} and the 
debentures to 80}. 

Road transport shares have been firmer 
with West Riding at 33s., Southdown 
76s. 3d. and Lancashire Transport 42s. 6d., 
while Devon General 7 per cent. prefer- 
ence marked 21s. 3d. B.E.T. Omnibus 10s. 
shares were 39s. 9d. following the financial 
results and unchanged 12 per cent. tax free 
dividend. Aldershot & District changed 
hands at 67s. 6d. On the other hand, 
B.E.T. deferred stock, after its big rise 
during the past fortnight, showed a sharp 
relapse to £405. 

Engineering and kindred shares again 
displayed a firmer tendency, though 
Vickers came back to 45s. 74d. on the 
financial results which show the extent to 
which taxation bears on profits and has 
diminished market hopes that a_ higher 
dividend than 124 per cent. may be in 
prospect in the future. The fact that, like 
Cammell Laird, Vickers has kept its 34 per 
cent. Steel stock (issued as compensation 
for English Steel assets) despite the heavy 
fall in the market value of this stock has 
been taken as indicating expectations that 
de-nationalisation of steel will bring an 
opportunity to buy back English Steel 
assets. 

Among locomotive engineering shares, 
Vulcan Foundry eased to 23s. 14d. on the 
unchanged dividend. North British Loco- 
motive were 15s. 44d., Gloucester Wagon 
5s. shares 11s. 6d., Wagon Repairs 11s. 6d., 
Charles Roberts 20s. 9d. and Beyer Pea- 
cock 29s. 6d.; Hurst Nelson were 48s. 9d. 
and Birmingham Carriage 31s. 6d. 


Traffic Table of Overseas and Foreign Railways 





| 


Miles Week 


Railway open ended 


Antofagasta ane sii 11.4.52 | 
Costa Rica ae 281 Jan., 1952 
Dorada... wed 70 Mar., 1952 
Inter. Ctl. Amer.... 794 Feb., 1952 

5 Paraguay Cent. ... 274 

O )\ Peru Corp. ais — Mar., 1952 

Section) 

Salvador ... ia 100 Jan., 1952 

Taltal ae ae. 147, Mar., 1952 


Canadian Nationalt| 23,473 Mar., 1952 
Canadian Pacifict...| 17,037 Feb., 1952 | 


Canada South & 


_ 


Barsi Light* sed 167 
Gold Coast ~ 536 
Mid.‘ofW.Australia| 277 
South Africa «| 13,398 
Victoria... «| 4,744 


Various 


22.3.52 | 
Dec., 1951 





* Receipts are calculated at Is. 6d. to the rupee 


Traffics for week 


Total 
this year | with 1949/50 


£ 

189,130 15 | + 
c1,495,633 31 + 
32,72 a 
$1,184,770 es 
28.12.51 | G289 
|_ $8,659,000 

» (Bolivian Mar., 1952 |Bs.19,081,000 
¢329,000 
$2,436,000 


19,412,000 
11,775,000 


1,908,931 609,316 


Aggregate traffics to date 


Inc. or dec. 
compared 


Increase or 
decrease 


x 
° 
o 
z 
r) 
° 
= 


£ 
834,780 
1,420,052 
5,679 


$48,296 
547 26 823, G3,556,978 

$756,000 | 39 | $74,638,000 $5,967,000 
Bs.4,871,000} 39 Bs.145,347,000| + Bs.34,880,000 


¢15,000 | 31 1,212,000 |+ 
$345,000 | 39 | $19,893,000 | + 


13 | 





1,858,000 | 13 


53,914, 
1,457,000} 9 


000 
23,309,000 | 
369,540 
3,152,908 
415,958 
97,751,061 


3,945 | 48 | 
19,649 | 47 
16,390 | 31 | 
211,620 | 51 | 
26 





ae 





t Calculated at $3 to £1 
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